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THE POTTER PLAN 


The Chicago, Milwaukee and St. Paul Railway, in 
publicity matter it is putting out, says it has not been 
able to enlist the support of the other western railroads 
for its plan (the Potter plan) to solve the problem of 
increased revenue for western roads by a small per- 
centage increase to be pooled among roads not earning 
five and three-quarters percent on their valuation. It 
says it has, therefore, decided to advocate the plan inde- 
pendently for the benefit of its property and as “the plan 
which best solves the railroad problem with the lowest 
burden to shippers.” It announces that it has engaged 
Charles E. Hughes, former secretary of state, to assist 
in presenting the plan and urging its adoption. 


One wonders, since the western roads have refused 
to adopt the plan, just what the function of Mr. Hughes 
will be, to whom the plan is to be presented, and on 
whom it will be urged. As we understand it, the plan 
could be adopted, if at all, only by voluntary action on 
the part of the railroads, with the approval of the Com- 
mission. They could not be forced by the Commission, 
under the law, to adopt it, no suggestion is made that the 
law be amended to make such a plan legally enforceable, 
and probably such a law would not be constitutional if 
enacted. Therefore, if the other railroads do not see this 
matter as the receivers for the St. Paul see it, there 
would seem to be nothing to it. 

It is possible that the idea is to present the plan to 
the Commission so forcefully that it will see it as a solu- 
tion of the dilemma and will tell the railroads so, making 
it clear to them that, if they do not adopt such a plan, 
they need expect no relief. Of course, the Commission 
would not put the proposal quite so boldly as that, but 
that is what such a thing would amount to, if done at 
all. Perhaps the carriers would acquiesce, if thus ad- 
dressed, but we have our doubts as to whether they could 


be compelled to forfeit their rights to increases in 
revenue, under the law, because they refused to meet the 
situation by an extra-legal agreement. 


HOCH-SMITH REPEAL 

We recorded last week the fact that a majority of 
the fifty traffic clubs composing the Associated Traffic 
Clubs of America had ratified the resolutions adopted by 
the delegate convention of that body at Kansas City last 
April, thus making them effective and enabling the 
executive officers of the association to proceed with 
efforts looking toward repeal of the Congressional action 
known as the Hoch-Smith resolution, under which thé 
Commission has, as instructed, instituted an extended 
investigation of the rate structure of the country with 
a view to ascertaining what products of agriculture are 
subject to the “depression” stated by Congress to exist 
and what can be done for them in the matter of reduced 
freight rates. It is notable that, of the traffic clubs that 
have considered the resolutions up to this time, only two 
have failed to ratify them, as drawn. One of these two 
failed because its constitution provides that action on 
matters of this sort must be unanimous in order to be 
effective. The other ratified after taking out the refer- 
ence to the Hoch-Smith resolution, thus nullifying the 
effect and rendering the action useless for association 
purposes. The association will, of course, proceed to 
inform members of Congress as to its views and to 
endeavor to enlist support from other organizations. 

That The Traffic World and the Associated Traffic 
Clubs of America are not alone in the view that the 
Hoch-Smith resolution ought never to have been adopted 
and that, having been adopted, it ought to be repealed 
as, at worst, political and unsound rate making and, at 
best, an instruction for a long, expensive, and useless 
investigation that is bound to result in disturbance to 
business, is, of course, true. Unfortunately, the contrary 
impression prevails in some quarters for the reason that 
the National Industrial Traffic League has not taken 
such advanced ground and some of its leaders, as mem- 
bers of other organizations, have lent their efforts in 
opposition to taking it. Other individual members of 
the League, however, agree with the position of the 
traffic clubs, though they are also in accord with the 
position of the League as presented in its brief to the 
Commission—that the Hoch-Smith resolution makes no 
change in existing law. This brief, however, was for the 
guidance of the Commission under the instructions laid 
down by the Hoch-Smith resolution and it may well be 
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supplemented later by action looking toward condemna- 
tion and repeal of the objectionable resolution. We 
know that some members of the League thought this 
ought to have been done in the first place and still others 
think it should be done at the November meeting of the 
League. They believe that will be time enough. Cer- 
tainly it is to be hoped that such action will be taken. 

The position of the railroads—insofar as they have 
any crystallized position—seems to agree with that of 
the traffic clubs in condemning the Hoch-Smith resolu- 
tion as a vicious thing. An official of the Association of 
Railway Executives, for instance, in acknowledging 
receipt of information of the action of the traffic clubs, 
‘says: “I wish to congratulate the Associated Traffic 
Clubs on this good work and on the efforts they are 
making to prevent action by Congress in the direct mak- 
ing of rates and to destroy the tendency to political 
control of them. I believe you can do no finer service 
to the country.” 

One of the latest valuable contributions to the sub- 
ject on the side of what we believe to be correct theory 
and sound common sense is an article by J. H. Donnell, 
trafic counselor of LaSalle Extension University, in 
“Pit and Quarry.” Speaking of the Hoch-Smith resolu- 
tion, he says: 


I think it may be safely assumed that relatively few persons 
are kindly disposed to the law or that they believe it will construc- 
tively operate to better the rate structure. Even those who, either 
negatively or actively, oppose its repeal, seem to be influenced by 
a policy of expediency rather than by a desire to see the law be- 
come operative. In any event there seems to be a wide difference 
of opinion as to whether or not existing law is actually changed by 
this resolution. ; ; 

As a matter of fact, if the Hoch-Smith resolution does add 
anything to existing law, then it is assuredly a harmful piece of 
legislation, and if it does not add to existing law then at best it 
is utterly useless, and harmful to the extent that it takes the time, 
thought, effort and attention of the Commission away from im- 
portant rate investigations now pending, thus effectively delaying 
rather than speeding up an intelligent readjustment of the several 
territorial rate structures. | oe oa 

Moreover, it may be assumed that a general investigation such 
as contemplated by the Hoch-Smith resolution will prove to be a 
very expensive luxury, because it costs the government an immense 
sum to conduct such an investigation and this money comes out 
of the treasury—that is, the public pays for it. There is a very 
legitimate doubt as to whether the public should be taxed with the 
cost of something which is so generally presumed to be detrimental 
rather than beneficial to its interests. : a 

Certainly no general recognition has yet been given to this 
legislation as constructive or desirable. On the other hand, the 
denunciation of it has been very widespread. It does not reflect 
a knowledge of transportation conditions or of those essential fac- 
tors employed in rate making. If the framers of the bill intended 
it to promote the free movement of agricultural products, then it 
may be said that the resolution itself will in large measure tend 
to defeat that object, because in the first place, freight rates are 
not responsible for the depression in agriculture. In the second 
place, the instructions to the Interstate Commerce Commission as 
contained in the Hoch-Smith law are so indefinite and cover such 
a wide field as render it impossible for the Commission to accom- 
plish the task within any reasonable length of time. 

In a recent editorial discussion of this subject in the columns 
of the LaSalle Trade and Transportation Bulletin, I stated in con- 
nection with the impossibility of accomplishing a general rate in- 
vestigation within a reasonable period of time that “this fact alone 
would nullify the intent of the law, because conditions in all lines 
of industry, including agriculture, are constantly changing, and it 
is not improbable that the Commission, if it ever completed a 
general revision of rates would find that, due to changed conditions, 
its work would have to be done all over again in order to take 
cognizance of such changes, and so on, ad infinitum.” 

It is manifest that, if reductions are to be made in rates on 
agricultural products, it will be necessary to increase rates on 
other commodities, because the Commission is still operating under 
the mandate contained in the transportation act of 1920 to allow 
the carriers a fair return upon the value of their properties and 
at no time since 1920 have the railroads as a whole, averaged the 
Prescribed percentage of return. 
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It is highly improbable that one commodity may be subjected 
to higher rates in order that some other commodity may move 
freely on lower rates without eliciting some very stubborn re- 
sistance on the part of the shippers who are compelled to pay the 
higher rates, unless it can, in fact, be shown that such commodities 
are not at the present time bearing their full share of the burden 
in producing such revenues as may be necessary to the maintenance 
of an efficient transportation system. In any event, such readjust- 
ments as may be warranted could undoubtedly be more readily and 
expeditiously secured by the filing of complaints where the rates are 
really in need of readjustment than by the wholesale investigation 
of the rate structures which must of necessity consume much time 
in the investigation of reasonable rates as well as rates that are 
unreasonable. 

It has been argued, and not without merit, that the Hoch- 
Smith law should be repealed, on the grounds that it is a bad law, 
at best a useless one. On the other hand, it has been contended that 
repeal of the Hoch-Smith law would result in the enactment of 
other and probably worse legislation to take the place of it. This 
latter contingency is so remote as to be highly improbable. It is 
reasonable to assume that if Congress were convinced of the de- 
sirability of rescinding the Hoch-Smith law, it would be doubly 
careful not to commit another “faux pas” by. enacting other and 
even less popular legislation. Whether Congress could be brought 
to the point of repealing the law is problematical, but, in view of 
the strong and concerted opposition so generally encountered, it is 
not unreasonable to assume that Congress could be made to see 
the light, if not at this session then at the next. 


NICKEL PLATE MERGER HEARING 


The Trafic World Washington Bureau 

Hearings on the Nickel Plate unificaation application were 
resumed, July 20, before Commissioner Meyer and Director Ma- 
haffie, with indications pointing to prolonged cross-examination 
of O. P. Van Sweringen by H. W. Anderson, counsel for the pro- 
testing Chesapeake & Ohio stockholders. Mr. Anderson, at least 


for the time being, had a free rein in the matter of cross-exami- 
nation. 


As soon as the hearing was resumed, Newton D. Baker, coun- 
sel for the Van Sweringens, announced that the Nickel Plate had 
filed the list.of stockholders of the Terminal Properties Com- 
pany for which Mr. Anderson had asked when Mr. Van Swerin- 
gen previously was on the stand and to which objection at the 
time was made by the Nickel Plate counsel. Commissioner 
Meyer announced that the list of stockholders was filed before 
the Commission had an opportunity to ‘consider the questions 
raised by the argument on the Nickel Plate objection, but that 
a en had decided that the objection should be over- 
ruled. 

The action taken by the Nickel Plate in effect left nothing 
for the Commission to pass on as the objection to the line of 
cross-examination proposed by Mr. Anderson was confined to 
the question asking for the list of stockholders. 

The Nickel Plate’s position in the matter, as explained by 
counsel after the hearing, was that the objection was made and 
argument asked thereon before the Commission to get before the 
Commission the kind of record being made in the case and to 
point out that if the protestants were to have the right to go as 
far as they liked, regardless of whether their questions related 
to the issues raised by the application, there would be practi- 
cally no end to the proceedings. That was the purpose of the 
objection, it was said, and with their object achieved, Nickel 
Plate counsel filed the list of stockholders. It was said that at 
no time had the Nickel Plate refused to give the information 
asked for because of apprehension as to what might be devel- 
oped therefrom but simply because Anderson was talking about 
a mare’s nest in alleging that some connection with the New 
York Central might be disclosed through the stockholders of 
the Terminal Properties Company, and that the Nickel Plate 
wished the Commission to see that it was a mare’s nest. 

In effect, the course pursued by the Nickel Plate placed on 
the Commission the responsibility for the length of the hear- 
ing. It was believed in Nickel Plate circles that after Anderson - 
had cross-examined to a certain extent along the lines proposed 
by him, it would become apparent that he was pursuing mares’ 
nests and that the Commission would indicate that no good pur- 
pose would be served by continuing such cross-examination. 

Mr. Anderson, when Mr. Van Sweringen resumed the wit- 
ness stand, immediately began asking about the various com- 
panies in which the Van Sweringens were interested, their rela- 
tion to each other, and about the stockholders of the properties 
company. A large stockholder in the latter company—W. H. 
Gratwick of Buffalo—was asked about particularly by Anderson. 
Mr. Van Sweringen related at length how Gratwick became a 
stockholder in the company as the result of a real estate trans- 
action of the Van Sweringens. He later explained that Grat- 
wick’s stock had been practically taken over by the Van Swerin- 
gens. In response to Anderson’s questions, Mr. Van Sweringen 
said in effect that if Gratwick were connected in any way with 
the New York Central he did not know of such connection. 
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In a general statement as to what he hoped to prove by his 
cross-examination, Mr. Anderson said he wished to show what 
profits would accrue from the Van Sweringens’ operations, that 
it might be determined whether or not they could be said to be 
in the public interest. 

Objection to a request by H. W. Anderson, counsel for the 
protesting Chesapeake & Ohio stockholders, for the records and 
correspondence of the committee which prepared the Nickel 
Plate unification plan, and for the name of the Chesapeake & 
Ohio stockholders whose stock was deposited with the com- 
mittee, was made by counsel for O. P. Van Sweringen at the 


hearing July 22. Commissioner Meyer said he would announce 
his ruling later. 


Mr. Anderson said his purpose was to show that the plan 
was never authorized by the majority of the stockholders of 
the Chesapeake & Ohio and that the matter was not properly 
before the Commission. He said in financial circles it was a 
common practice to borrow stock simply for the purpose of 
voting it. Mr. Van Sweringen asserted there was no “bor- 
rowed stock” involved in the Nickel Plate transaction with the 
Chesapeake & Ohio. Mr. Anderson asserted that he proposed 
to show that the proposal of the Van Sweringens was based 
simply on stock manipulation for the purpose of private gain. 


Newton D. Baker, of counsel for the Nickel Plate, said if 
the request made by Mr. Anderson were granted, it would mean 
that 50,000 letters written by and to the organization committee 
would have to be submitted for the record. W. A. Colston made 
a vigorous protest against the request on the ground that what 
was asked for had no relation to the issues raised by the appli- 
cation. What the organization committee did, he said, was not 
relevant. He offered to submit the names of all C. & O. stock- 
holders who voted for and against the lease of the C. & O. 
to the Nickel Plate. Mr. Anderson insisted that he should have 


the list of stockholders who had deposited their stock with the 
committee. 


Cross-examination by Mr. Anderson of Mr. Van Sweringen 
brought out that the latter had conferred frequently with officials 
of J. P. Morgan & Company relative to the Nickel Plate merger 
plan. It was also developed that John E. Oldham, of Boston, 
Who testified in favor of the Nickel Plate plan, had some con- 
nection with the Morgan house. 


Cross-examination of Mr. Van Sweringen by Mr. Anderson, 
counsel for the C. & O. protesting stockholders, was completed 
July 23, subject to the proviso that, if desired, the witness would 
return later to testify as to data that will be filed in response to 
requests by Mr. Anderson. A tabulation showing that the Van 
Sweringens might make $75,000,000 out of the Nickel Plate mer- 
ger and related transactions was submitted to Mr. Van Swer- 
ingen by Mr. Anderson but not put in the record. The witness 
said there were many errors in the calculations made by Mr. 
Anderson and finally the latter withdrew the statement, indi- 
cating that he might introduce it later through one of his own 
witnesses. Mr. Van Sweringen was questioned at length by Mr. 
Anderson with reference to deposits of the Chesapeake & Ohio 
and Nickel Plate in various banks and as to loans obtained from 
such banks by the Van Sweringens. The witness said that loans 
had been obtained from some of the banks but not others. 


H. S. Bird, counsel for A. I. Stiles, an objecting C. & O. 
stockholder, took up cross-examination of Mr. Van Sweringen 
after Mr. Anderson got through. 


The indications toward the end of the week were that the 
hearing might be completed in about three more weeks. The 
Nickel Plate has several statistical witnesses who will be heard. 

No ruling was necessary on the request of Mr. Anderson for 
the records of the Nickel Plate organization committee because 
an agreement was reached between counsel that Mr. Anderson 
should have the right to go to Cleveland to inspect the records. 


Cc. & O. EQUIPMENT INQUIRY 


An investigation with respect to “all equipment of the Ches- 
apeake & Ohio Railway Company” has been ordered by the Com- 
mission in No. 12066, Construction and Repair of Railway Equip- 
ment. The Commission said that, “for good cause,” a further 
investigation and further proceedings should be had in No. 12066 
as to the C. & O.. Allegations with respect to expenditures for 
equipment have been made in the Nickel Plate merger case in 
which unification of the C. & O. with the new Nickel Plate com- 
pany is proposed. 


ACQUISITION OF LINES 


The St. Louis-San Francisco has applied to the Commission 
for authority to acquire control of the Jonesboro, Lake City & 
Eastern Railroad Company by acquisition of stock and by lease. 
The Jonesboro line extends from Jonesboro, Ark., to Barfield, 
Ark., with a branch from Wilson Junction to Wilson, Ark., a 
total of apprximately 86 miles, together with approximately 29 
miles of sidings. The consideration to be paid for the stock 
is $1,750,000. 

The Los Angeles Junction Railway Company has applied for 
authority to lease a line of railroad constructed and owned 
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by the Central Manufacturing District, Inc., in Los Angeles 
county, Calif. 

The Mobile & Gulf Railroad Company has applied to the 
Commission for authority to purchase a line of railroad connect. 
ing with the Southern at Fayette, Ala., and extending in a south- 
erly direction for a distance of 29 miles. It is proposed to con. 
struct an extension of a road to a connection with the Mobile & 
Ohio at Buhl, Ala. The applicant said the railroad would serve 
a section of the country which now had no convenient railroad 
service. The line to be acquired is not now operated as a com. 
mon carrier. With the existing line and the proposed extension 
the railroad will embrace 32 miles of main track. The Com. 
mission is asked to authorize the issuance and sale of capital 


stock in such amount as may be shown to be reasonable and 
necessary on hearing. 


CONTROL OF CALIFORNIA LINE 


The Western Pacific Railroad Company has been authorized 
to acquire control of the lines and other property of the Sacra- 


mento Northern Railroad, by purchase of the latter’s bonds and ~ 


by purchase of stock of the Sacramento Northern Railway. At 
the same time the Commission granted authority to the Sacra- 
mento Northern Rail to issue and sell $1,000,000 of capital 
stock, consisting of 10,000 shares of the par value of $100 a 
share, and to assume obligation and liability in respect of 
$5,224,373.14 of first mortgage 5 per cent bonds of the Sacramento 
Northern Railroad. 

Of the $1,000,000 of stock to be issued by the Sacramento 
Northern Railway, $995,000 thereof is to be sold to the Western 
Pacific Railroad Company and $5,000 is to be sold as directors’ 
qualifying shares. The issues involved were before the Con- 
mission in a proceeding in which the Western Pacific sought 
authority to acquire control of the properties of the Sacramento 
Northern. At that time the Sacramento Northern Railway had 
not applied for authority to issue the securities and the Com- 
mission held that it was a carrier within the meaning of section 
20-a of the act and would have to make application for authority 
to issue its securities before the Commission could pass upon 


the public necessity involved in the acquisition of control pro- 
posed. 


MAY RETAIN EXCESS EARNINGS 


In a supplemental report on the application of the Cowlitz, 
Chelhalis & Cascade Railway to construct an extension in 
Lewis county, Wash., the Commission has reversed its previous 
finding that the request to retain excess earnings from the exten- 
sion for a period of 10 years should be denied. The applicant’s 
line connects at Chehalis, Wash., with four trunk lines which 
have agreed to purchase $445,000 of applicant’s first and re- 
funding mortgage bonds, $400,000 of which it proposes to issue 
to pay the cost of constructing the extension. The contract 
with the trunk lines provides that the applicant shall purchase 
and retire before maturity an amount equal to not less than 
one-half of the principal amount of the bonds to be issued for 
construction purposes. In its report the Commission said: 


The applicant represents that the four trunk lines do not exercise 
any control over its railroad; that it is a local enterprise owned and 
operated by local people for the development of natural resources of 
the community; that it will have no means of meeting its obligations 
except from its operating revenues; that for a considerable time it 
will be almost wholly dependent for traffic on the timber industry; 
that owing to the large fluctuations in the lumber and log markets 
it will be possible in some years to meet operating expenses and fixed 
charges only by the most rigid operating economy without any possi- 
bility of retiring bonds from its earnings, while in other years it will 
probably be possible to develop surplus earnings sufficient for re- 
tiring bonds and thus fulfill its contract with the trunk lines; and 
that unless it is allowed its excess earnings during years of prosperity 
it is doubtful whether it can meet the requirements of the contract. 

The applicant states that it is willing to accept as a condition 
of the permission to retain excess earnings that such funds shall be 
applied solely to the retirement of bonds pursuant to its contract. 
From this and from the applicant’s representations as to its needs for 
retaining excess earnings it appears that it is seeking to retain only 
such part of such earnings as may be required for the purpose of 
fulfilling its contract to retire bonds issued for construction purposes. 





EXTENSION OF TEXAS LINE 
The Quanah, Acme & Pacific Railway Company has applied 
to the Commission for authority to construct an extension from 
MacBain, Motley county, Tex., thence in a general westerly di- 
rection through Motley and Floyd counties, to Floydada, Tex., a 
distance of approximately 27 miles. The applicant said the ex- 


tension would afford a new direct line.into the South Plains dis- 
trict of Texas. 


EXTENSION AUTHORIZED 
The application of the Great Northern to construct a branch: 
line extension in Daniels and Valley counties, Montana, has been 
approved by the Commission. 


CONSTRUCTION OF BRANCH 
The Chicago & North Western has been authorized by the 
Commission to construct a branch line 3.66 miles long in Goge- 
bic county, Michigan, extending from a point near Gogebic 
station on its Ashland division. 
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Current Topics 


: in Washington : 


Not Enough Formulae to Go Around.—Off-hand one would 
say that about everything the human mind could devise had been 
suggested in connection with eastern class rates. However, 
what might be called the rail birds, observing the proceedings 
pefore Commissioner Eastman and Examiner Hosmer, this week, 
heard the suggestions made that there were not enough McGra- 
ham formulae to go around among those needing a rule of 
conduct in respect to rates. Why, it was asked, should the rate 
between New York and Chicago be made the measuring stick 
for everything in the main part of Official Classification Terri- 
tory and the ukraine thereof, served by the Chesapeake & Ohio 
and the Norfolk & Western? Why not have another measuring 
stick, say from Baltimore, or Norfolk, to St. Louis, with groups 
along that path of trade similar to those along the New York 
Central and Pennsylvania along the northern border of Official 
Classification Territory. The McGraham formula was based on 
the rail-and-water rate between New York and Chicago. It may 
be that, in the older days, the distance via available routes, 
from New York to Chicago, via Columbus, O., amounted to 77 
per cent of the distance between those points. It does, however, 
it has been suggested, seem ridiculous that all the territory in 
western New York, western Pennsylvania, and all that part of 
Ohio east of a line running close to Toledo should be called 
17 per cent of the distance between New York and Chicago for 
the making of rates to the Virginia Cities. Portsmouth, O., and 
Roanoke, Va., are so near each other as to make the theory used 
in making rates between the two seem like the work of Don 
Quixote rather than that of a hard-working traffic subordinate 
who was able to make up a formula, notwithstanding the excite- 
ment caused by the original Ku Klux Klan, and the unification 
of the Italian and the German states, for treating what might 
be deemed a prosaic thing by those not knowing the sanctity 
of the port differential adjustment, the Pittsburgh-Buffalo, Erie- 
Philadelphia, and various other compromises, some of which 
were and some of which were not in existence at the time 
McGraham worked. The thought among the rail birds was that, 
inasmuch as the McGraham formula was intended for lines the 
business of which was profoundly influenced by the rail-and- 
water routes to and through the Erie Canal and the Great Lakes, 
the points far to the southward, such as Portsmouth, Cincinnati, 
Louisville, and St. Louis were detrimentally affected in the 
assignment to percentage groups. Not one of them, however, 
took the trouble to use a rule, a pencil, and paper to figure 
out how adversely the southward points were affected by the 
theory that traffic to and from them had to be rated as if it 
necessarily had to be considered in the volume passing between 
Chicago and New York. For years, in fact, since the time when 
the memory of man runneth not to the contrary—it has been 
accepted as true that no north and south line in central territory 
could be independent and prosperous. The acquisition of the 
north and south lines, such as the G. R. & I., now a part of the 
Pennsylvania, the old Bee Line, later the Three C’s, and still 
later the Big Four, first by the old Lake Shore and Michigan 
Southern and by the New York Central when that ceased to be 
the New York Central and Hudson River, not to mention the 
Toledo and Ohio Central, the Hocking Valley, and the Cincin- 
nati, Hamilton, and Dayton, seemed to prove that belief well 
founded. Until Ford took over the Detroit, Toledo, and Ironton, 
that road was on the market all the time, with only an occa- 
sional optimist to take it over and undertake, usually on a shoe 
string, to prove that the north and south line idea was not well 
founded. More than one man has wondered if the north and 
south lines have fared better if the lines south of the Ohio 


<a 


had been stronger and able to challenge the east and west lines ~ 


for a share of the freight that now moves in overwhelming 
volume east and west. 


_More Intense Regulation.—Washington is experiencing the 
delights of regulation, more regulation, and still more regulation 
of motor traffic. The fortunate motorists who have just returned 
to the city after three weeks or more of vacations marvel at the 
seeming vast increase in motor traffic that has resulted in con- 
gestions at street corners that were free of it when they went 
away. The explanation is easy to those who have not been 
away. Where there used to be one policeman to slow up traffic 
there are now two or more, frequently more. Congress, at that 
last session acted on the theory that statutes and men to enforce 
them would reduce casualties resulting from the panics of 
inexperienced drivers, the aberrations of pedestrians crossing 
Streams of traffic thinking to assure safety by looking only at 
the traffic that had passed, the licensed idiots who fail to give 
any kind of signals, and the imbeciles who think it necessary to 
Pass an automobile going in the same direction, even if there 
iS a street car coming in the opposite direction. The making 
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of new laws on the subject of traffic has become a great industry. 
They are proposed by one traffic director and approved or dis- 
approved by the board of three, appointed by the President, to 
exercise legislative and executive authority in the District of 
Columbia. Solomon thought the making of books was such a 
thing that he had to comment on it. There was no such thing 
as to making of traffic laws for the District of Columbia then, 
else, it might be suggested, he would have forgotten his thoughts 
about the making of books. The streets are cluttered with laws 
that have been made one day and then erased the next, writing 
the law on the pavement being one of the favorite ways of allow- 
ing the public to know, from day to day, what is what in 
traffic laws. 





Nordics Still Stiff-Necked.—The beef, beer and butter Nor- 
dics composing a considerable percentage of the population of 
the United States, according to declarations in the proposed 
report made by Examiner Harris Fleming on No. 15590, Skinner 
Manufacturing Company vs. Atlanta and West Point et al, 
appear to be callous to the dietetic representations of the corn, 
wine, and oil brethren from sunny Italy. In that case, pertain- 
ing to the class rates on macaroni products from Omaha to 
all points east, west, north, and south, Fleming said the annual 
per capita consumption of macaroni was about four pounds 
in the United States, compared with fifty pounds in Italy. He 
said the complainants asserted that macaroni afforded a better 
balanced ration than foods manufactured from flour generally. 
Therefore, he said, they declared that the complaining macaroni 
manufacturers of the United States had been endeavoring to 
create a greater national demand for their products, not only 
with a view to increasing the consumption of macaroni, includ- 
ing egg noodles, the most expensive form of macaroni, but 
also with a view to displacing the foreign macaroni product. 
One of the inferences to be drawn from the Fleming report, it 
is believed, is that the average man disagrees with the declar- 
ation of the family doctor who said that hot biscuits were made 
only for doctors. He also disagrees, in practice, with the dec- 
larations of the macaroni manufacturers. that macaroni affords 
a better balanced grain ration, even if macaroni fed Galileo, 
Columbus, Leonardo da Vinci, Marconi, Dante, and mayhap, 
Caius Julius Caesar, and prefers to cling to the kind of cakes 
Alfred the Great allowed to scorch and the poorly balanced 
ration of Charles Martel, Charlemagne, Frederick Barbarossa, 
and St. Olaf, not to mention any Nordics of later days, and 
thereby get into modern politics. 





Kansas City Terminal Arguments.—Among the arguments 
put forward by Kenneth Burgess, attorney for the Burlington, 
in the arguments before the Commission on the question of 
allowing the Missouri-Kansas-Texas to stand before the Com- 
mission as one not a party to the contract under which the 
union station and terminals at Kansas City were constructed and 
operated, was that if the Katy were permitted to do that, the 
unification of terminals in the west would be blocked. He 
suggested that if, after contracts had been made, roads could 
back out of them, it would set a precedent that would check 
any further moves toward unification. As to the Burlington 
itself, he said it was neutral in so far as the method of payment 
by each road was concerned. It would not make a difference, 
he said, of $2,000 a year to the Burlington, whichever method of 
paying for the maintenance of the Kansas City terminals might 
be used. The Burlington’s objection, he said, was to the set- 
ting aside of the contract that T. J. Norton, arguing for the 
Santa Fe, had said had been made with eyes open. Mr. Norton, 
in his discussion of the case, said the Santa Fe and other 
roads that owned the old Kansas City Belt Line had turned that 
property into the terminal project at a valuation of $3,000,000, 
when, as a matter of fact, that belt road was worth $9,000,000. 
Turning that property into the terminal project, he said, had 
been a factor in getting the roads to agree on a site and a basis 
for the financing of the finest terminal in the west. Another 
contention made by him was that the Santa Fe went into the 
project thinking that only $17,000,000 would have to be spent. 
The smaller roads, he said, were just as responsible for the 
additional expenditures as the Santa Fe. The arguments on that 
question other than those by Norton and Burgess were reported 
in Traffic World, July 18, page 122. The arguments of Norton 
and Burgess were made after the report covering the representa- 
tions of the other attorneys had to be closed. The possibility 
of this case being decided in such a way as to block unification 
of terminals was not suggested in the arguments of other 
attorneys. A. E. H. 


° 


OHIO BOARD MEETING POSTPONED 


The Ohio Valley Shippers’ Advisory Board has announced 
the postponement of its meeting set for August 11, due to the 
fact that a number of its members will be away on vacations 
at that time. The announcement requests the chairman of com- 
modity committees to prepare and submit their reports by mail 
so that the car service division of the A. R. A. may be able to 
anticipate car needs in the territory. A special meeting of the 
board will be called prior to the annual meeting in November 
if it is found necessary. 
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I. AND I. SAND CASES 


Examiner Burton Fuller, chairman of the committee com- 
posed of representatives of the federal Commission and the In- 
diana and Illinois commissions for the co-operative settlement of 
I. and S. Nos. 2306 and 2307, on the Commission docket, and 
similar cases on the dockets of the Indiana and Illinois commis- 
sions, covering rates on sand, gravel, and crushed rock, state 
and interstate, has called a conference at the Great Northern 
Hotel, Chicago, July 29, to consider the report of the committee. 
The report is intended to deal with every such rate in the two 
states. 

The conference is to be asked to consider and act on rates 
recommended by the committee of which Mr. Fuller is chairman. 
It was appointed at the conference held in Chicago, at which 
single-line key point rates were agreed up to Danville, Cham- 
paign, Farmer City, Bloomington, Peoria, Mattoon, Shelbyville, 
Pana, Alvin, Decatur and Springfield, Ill. The committee was 
appointed to recommend single-line rates to other points and 
the measure of joint-line rates where such rates were in effect 
at the time of the appointment of the committee. The com- 
mittee sat at Chicago June 16-19 and June 29-July 1. Out of 
the conferences since that time the committee has emerged with 
a line of rates proposed for application in Indiana and Illinois 
and between points in those states, agreement upon which will 
dispose of I. C. C. I. and S. Nos. 2306 and 2307, Illinois Com- 
merce Commission docket Nos. 14650, 14651 and 14602 and Public 
Service Commission of Indiana, docket No. 7841. In speaking of 
the work of the committee, Chairman Fuller said it had endeav- 
ored to treat all single line and joint line rates in the territory 
embraced in the cases. He said that if any had been overlooked 
the committee hoped interested parties would call attention 
thereto at the conference. In further explanation of the work 
of the committee he said: 


Where two rates are recommended, the committee does not 
recomiuend that the establishment of the lower rate be required, 
but is of the opinion that its establishment will not jeopardize the 
proposed adjustment. The rates agreed upon at the original con- 
ference were fixed with regard to commercial and competitive, as 
well as transportation conditions and this principle has been followed 
by the committee. Hence the reasonableness of a particular rate 
An the proposed adjustment cannot be determined by comparison with 
other rates influenced by different competitive conditions. The rates 
fixed by the conference and recommended by the committee, as a 
general proposition, cover so-called base points, the understanding 
being base point rates will apply to intermediate territory, except 
where an agreement has been reached to the contrary. Examiner 
Fuller suggests where joint rates are reduced under the proposed 
adjustment the divisions of each participating carrier be reduced by 
the same percentage. 

The purpose of the proposed adjustment is to establish a har- 
monious relationship between producing points with proper regard 
to the revenue of the carriers. It is not intended that this adjust- 
ment be absolutely rigid, but it is recommended that the committee 
be made permanent with meetings at stated intervals, and when 
any shipper or carrier desires a change in the adjustment or the 
establishment of additional commodity rates, such proposal shall be 
presented by the initial line through the usual channel, that is, to 
the Central Freight Association, or Illinois Freight Association, as 
the case may be, who shall refer the proposal with their recommenda- 
tion to the committee, the latter, if its members are unable to agree, 


be refer the proposal to the interested commissions for their informal 
views. 


COMMISSION ORDERS 


The Manufacturers’ Association of Connecticut, Inc., has 
been permitted to intervene in No. 16226, Omaha Chamber of 
Commerce Traffic Bureau vs. A. & R. R. R. et al. 

The Chamber of Commerce of Hastings, Grand Island Cham- 
ber of Commerce, Cincinnati Chamber of Commerce, Merchants’ 
Exchange, and the Chicago Association of Commerce have been 
permitted to intervene in No. 16226, Sub-No. 2, Lincoln Chamber 
of Commerce vs. A. & R. R. R. Co. et al. 

The Traffic Bureau, Winona Association of Commerce, Inc., 
Winona, Minn., has been permitted to intervene in No. 16226, 
Sub-No. 1, Traffic Bureau of the Chamber of Commerce of Sioux 
City, Ia., vs. A. & R. R. R. et al. 


The Indiana State Chamber of Commerce and Terre Haute 
Chamber of Commerce have been permitted to intervene in No. 
16226 and Sub-No. 1, Omaha Chamber of Commerce, Traffic Bu- 
reau, vs. A. & R. R. R. et al., and No. 16913, Chamber of Com- 
merce of Kansas City, Mo., et al. vs. A. & R. R. R. et al. 

The Greater Des Moines Committee, Inc., and Chicago Ship- 
pers’ Conference Association have been permitted to intervene 
in No. 16226, and Sub-Nos. 1 and 2, Omaha Chamber of Com- 
merce, Traffic Bureau vs. A. & R. R. R. Co. et al., and No. 
16913, the Chamber of Commerce of Kansas City, Mo., et al. 
vs. A. & R. R. R. et al. 

The Kansas City, Kan., Chamber of Commerce has been per- 
mitted to intervene in No. 169138, the Chaamber of Commerce of 
Kansas City, Mo., et al. vs. A. & R. R. R. et al. 

The petition of the Western Union Telegraph Company for 
leave to intervene in Valuation No. 524, Fort Smith & Western 
Ry. Co., has been granted. 

The petition of the West Texas Chamber of Commerce and 
others for reopening for further hearing, the proceedings in No. 
12244, Corporation Commission of Oklahoma vs. A. & S. Ry. et 
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al., No. 13518, Federal Grain Company et al. vs. Santa Fe et a} 
and No. 14927, Oklahoma Millers’ Association vs. Santa Fe ¢ 
al., has been denied. 

The proceeding in No. 12420, Carnegie Steel Co. vs. Directoy. 
ad a Pennsylvania, et al., has been reopened for further hear. 
ng. 

The proceeding in Valuation No. 167, East Jersey R. R. g 
Terminal Co., has been reopened for further hearing on July 20 
at Washington, D. C. r 

The Certain-teed Products Corporation and the Ruberoig 
Company have been permitted to intervene in No. 17140, the 
Philip Carey Manufacturing Co. et al. vs. Santa Fe et al. 

The petitions of the Cleveland, Cincinnati, Chicago & g} 
Louis Ry. Co., Wabash Ry. Co., Missouri-Kansas-Texas R. R. 
Co. and the Mo. Pac. R. R. for permission to intervene in Valua. 
tion No. 526, Missouri & Illinois Bridge and Belt R. R. Co., have 
been granted. 

The complainant’s petition for reconsideration in No. 14044 
Metropolitan Utilities District of City of Omaha vs. Director. 
General, Bauxite & Northern Ry. Co. et al., have been denied, 

The application of the Erie R. R. Co. for further hearing in 
No. 14829, American Linseed Co. vs. Erie R. R. Co., and No. 
13229, Spencer Kellogg & Sons vs. D. L. & W. R. R. et al., have 
been granted, thus the proceedings in the above cases are re- 
opened for further hearing. 

The Commission has reopened No. 15200, Chamber of Com- 
merce of Casper, Wyo., vs. C. & N. W. Ry. et al. ,and I. and §. 
No. 1983, class rates between Montana, Nebraska, South Dakota 
and Wyoming points, in so far as the case relates to proportional 
class rates from upper Mississippi River crossings to Cas- 
per, Wyo. It has further postponed the effective date of the 
order in so far as it covers proportional class rates from the 
upper Mississippi River crossings to Casper, Wyo. 

The National Poultry, Butter and Egg Association has been 
permitted to intervene in No. 17143, Pacific States Butter, Egg, 
oe ia and Poultry Association vs. Southern Pacific Company 
et al. 

The Northwestern Fruit Exchange, Andrews Bros. Co., Inc., 
C. M. Brown, Inc., Bourk-Donaldson-Taylor, Inc., F. P. Drissler, 
assignee of S. T. Fish & Co., John F. Barker Produce Company, 
Ryan Fruit Company, Green Bros. Fruit & Produce Company, 
Weinburg Bros., T. E. Ball, George E. Coe Company, Spring- 
field Produce Company, Lagomarcino-Grupe Company, Waterloo 
Fruit and Commission Company, Grovier-Starr Produce Com- 
pany, Hutchinson Produce Company, B. H. Decker & Co., A. S. 
Barboro & Co., and Mascari Brothers have been permitted to 
intervene in No. 16773, American Fruit Growers, Inc., of Illinois 
et al. vs. A. & R. R. R. et al. 

The Colorado and New Mexico Coal Operators’ Association 
has been permitted to intervene in No. 16340 (and Sub-No. 1 
— Illinois Coal Traffic Bureau vs. Alton & Southern R. R. 
et al. 

The Armstrong Cork Company has been permitted to inter- 
vene in No. 17018, the Crown Cork and Seal Company vs. B. & 0. 
R. R. et al. 

The Commission’s proceeding in No. 14160, Florence L. Car- 
penter vs. Director-General, and N. Y. N. H. & H. R. R. Co., has 
been reopened for reconsideration upon the record as made. 

The petition of certain complainants and interveners in No. 
14771, and Sub-Nos. 1 and 2), John Morrell & Co. et al. vs. N. Y. 
C. R. R., and others grouped therewith, for consolidation of the 
record therein with the record in the eastern live stock cases, 
Dockets Nos. 16746, 16844 and Sub-Nos. 1, 2 and 3, is denied. 

The proceeding in No. 15568, Duluth Chamber of Commerce 


vs. C. St. P. M. & O. Ry. et al., has been reopened for further 
hearing. 


J 


SMACKOVER OIL RATES 


Another contest over rates on crude from the Eldorado- 
Smackover oil field to destinations in Louisiana and Texas, par- 
ticularly those on crude oil, seems to be in prospect on account 
of the attempt of the carriers to increase the rate on crude, estab- 
lished about a year ago, of 14 cents from the field in question 
to Baton Rouge and New Orleans and Texas ports to 16 cents. 
The 14-cent rate was established, in the first instance, as an 
emergency rate to move about 16,000,000 barrels of crude lying 
in great pools in the field. 

Now the Rock Island, the Missouri Pacific, the originating 
roads, by means of supplement No. 8 to Leland’s I. C. C. No. 
1741, and No. 15 to his I. C. C. No. 1732, the former applying 
on export and coastwise traffic and the latter on domestic, pro- 
pose to increase rates, particularly the 14-cent rate, to 16 cents. 
The Standard of New Jersey has protested and asked for the 
suspension. The Texas Company has asked that the tariffs be 
not suspended. Others on both sides of the case are expected. 
The tariffs are dated to become effective August 16. 


PETITIONS FOR REHEARING, ETC. 


The Southern Traffic League and other protestants in I. & 
S. No. 2276, furniture from southern points to Trunk Line and 
New England territories, have filed a petition with the Commis- 
sion asking for reargument therein. 
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TRANSIT ON GRAIN PRODUCTS 


A finding that granting by the Texas & Pacific of transit 
on products of grain, including flour, at Texarkana, Ark.-Tex., 
and Shreveport, La., while contemporaneously denying like tran- 
sit at Marshall, Tex., subjects complainant to undue prejudice 
and unduly prefers its competitors at Texarkana and Shreve- 
port, has been made by the Commission in a mimeographed 
report in No. 15882, Marshall Mill & Elevator Company vs. Kan- 
sas City Southern et al. An order was entered requiring re- 
moval of the undue prejudice by September 30. Commissioner 
Woodlock dissented. 

Complainant alleged that defendants’ failure to permit at 
Marshall the storage in transit of flour and other grain products 
and the reshipment thereof in straight or mixed carloads on 
the basis of the through rates to points in Arkansas, Louisiana 
and Texas, subjected it to undue prejudice and unduly preferred 
distributors at Shreveport and Texarkana. The Texas Industrial 
Traffic League, Texas Grain Dealers’ Association, Chamber of 
Commerce of Shreveport, and M.-K.-T. of Texas intervened. 

The report. said Marshall was a local point on the T. & P. 
42 miles west of Shreveport and 67 miles southwest of 
Texarkana, both of which points were reached by the rails of 
the T. & P. Shreveport is served also by the K. C. S., M. P. 
and Cotton Belt. In its conclusions, the Commission, in part, 
said: 





The Texas Industrial Traffic League and the Missouri-Kansas- 
Texas Railroad Company of Texas oppose the establishment of tran- 
sit at Marshall, asserting that there is no demand on the part of the 
Texas mills for the arrangement; that if transit were accorded at 
Marshall it would spread throughout Texas; that the storing in tran- 
sit of flour is of no benefit to the manufacturer or consumer; and 
that since flour does not keep well in storage such an arrangement 
would tend to be productive of claims. 

As already indicated, the Kansas City Southern and Missouri 
Pacific do not reach Marshall with their own rails, and the Texas 
& Pacific has no control over the arrangements established by those 
carriers at Texarkana and Shreveport. The latter carrier, however, 
does have control of the transit situation at Marshall. The circum- 
stance which is contended to differentiate the situation at Marshall 
from that at Shreveport and Texarkana is the competition of the 
Missouri Pacific and Kansas City Southern found at the latter points. 
Otherwise no dissimilarity of circumstances and conditions surround- 
ing this traffic is made to appear. In our view the competitive situa- 
tion stressed is not adequate justification for the disadvantage to 
which Marshall and shippers there located are subjected by the 
present transit arrangements in this territory. See United States vs. 
Illinois Central R. R., 263 U. S. 515. 


IRON AND STEEL RATES 


In a report written by Commissioner Campbell on No. 14404, 
Atlas Metal Works et al. vs. Akron, Canton & Youngstown et al., 
opinion No. 10442, 100 I. C. C. 173-9, the Commission found un- 
reasonable rates on iron and steel articles from various points in 
Ohio, Kentucky, Indiana, Alabama, Illinois, Pennsylvania, New 
York and Missouri to Dallas, Fort Worth and Harrys, Texas, 
awarded reparation and prescribed new rates to be made effec- 
tive on or before October 15. 

As amended, the complaint attacked rates on iron or steel 
sheets and plates, tank iron, galvanized roofing and rivets, in 
effect, June 22, 1920, as unreasonable and in violation of the 
aggregate of intermediates part of the fourth section. The prayer 
was for reasonable rates in the future and reparation on ship- 
ments since June 22, 1920. The complainant also asked for joint 
through rates from points in Alabama to Harrys over the lines 
of the Southern Pacific and the Texas & Pacific. The Commis- 
sion said that the Southern Pacific was not a party defendant, 
and that that issue would not be considered. 

In this case, as in Borden Company vs. Ann Arbor, 100 I. C. 
C. 153, the Commission dealt with purchases of iron or steel on 
the Pittsburgh-plus basis and laid down the basis for the award 
of reparation. That basis caused Commissioner McManamy to 
dissent, in part, for the reasons set forth by him in the Borden 
case. In that case, he said, that to hold an “f. o. b. origin” sale 
was one on a delivered basis was to disregard both the purpose 
and the meaning of the term “f. o. b. origin.” 

Commissioner Hall, concurring, said he approved the com- 
Plainant’s right to reparation under class 4 only as constrained 
thereto by the decision of the Commission in Missouri Portland 
Cement Company vs. Director-General, 88 I. C. C. 492. 

The Commission found the rates assailed were unreasonable 
to the extent that the factors from St. Louis and points taking 
the same rates exceeded, prior to July 1, 1922, 60 cents to Dallas 
and 61.5 cents to Fort Worth and Harrys, and from and including 
July 1, 1922, 54 cents to Dallas and 55.5 cents to Fort Worth and 
Harrys, and that 54 cents to Dallas and 55.5 cents to Fort Worth 
and Harrys would be reasonable rates from St. Louis and points 
taking the same rates for the future. It further found that the 
rates from other points of origin mentioned in the report were 
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and are unreasonable to the extent that they exceeded or may 
exceed rates herein prescribed from St. Louis and points taking 
the same rates plus the established differentials. This finding, 
it said, was without prejudice to any different finding that might 
be made in pending cases wherein practically all rates to points 
in northeastern Texas, including the destinations embraced in 
this case, were under attack. 

In disposing of the question of reparation, the Commission 
said the complainants purchased these shipments on the so- 
called Pittsburgh-plus basis. It said it thought that their right 
to reparation might be determined by ascertaining with respect 
to the payment of freight charges on each shipment from its 
point of origin to destination into which one of the four follow- 
ing classes it might fall: 


1. The consignor prepaid the freight charges and invoiced the 
consignee for the Pittsburgh-plus price, but not for the freight 
charges so prepaid. 

2. The consignor prepaid the freight charges and invoiced the 
consignee for the freight charges so prepaid and for the Pittsburgh- 
plus price less the amount so prepaid, both stated separately in the 
invoice. 

3. The consignor did not prepay the freight charges but invoiced 
the consignee for the Pittsburgh-plus price less the amount of the 
freight charges payable, and the consignee paid those freight charges 
to the carrier. 

4. The consignor did not prepay the freight charges but invoiced 
the consignee for the Pittsburgh-plus price and the consignee paid 
to the carrier the freight charges and deducted them from the in- 
voiced price in remitting to the consignor. 

Complainants are not entitled to reparation on shipments falling 
under the first class. As to shipments falling under the second, third, 
and fourth classes, we find, in so far as complainants have made 
shipments under the rates herein found unreasonable, that they 
paid or bore the freight charges thereon; that they have been dam- 
aged in the amount of the difference between the charges collected 
and those which would have accrued at the rates herein found rea- 
sonable; and that they are entitled to reparation, with interest. As 
to such shipments complainants may file with us statements under 
Rule V of the Rules of Practice, accompanied by appropriate affi- 
davits to the effect that they paid or bore the freight charges. If 
defendants object to this method of proof, complainants may request 
further hearing upon this phase of the case. 


I. C. C. PRESCRIBES BUFFER SCALE 


The Commission, in I. and S. No. 2247, class rates between 
Missouri and interstate points, in cooperation with the com- 
missions of Kansas and Missouri, opinion No. 10462, 100 I. C. C. 
274-92, has prescribed a buffer class rate scale to be used in 
making rates to and from points in southern Missouri,,from and 
to specified points and territories effective August 28, on one 
day’s notice. The states are to take concurrent action with a view 
to giving relief now from the “maladjustments, confusion and 
discrimination” shown by the record in this case to exist. The 
protestants urged that the revision be withheld until the disposi- 
tion of the Consolidated Southwestern Cases, docket No. 13535. 
The Commission, in the report written by Commissioner Esch, 
said that the action in this case would be without prejudice to 
the action in that case. 

A revision of the class rates in question was proposed by 
the carriers in the schedules suspended in this case. They pro 
posed a scale which they said was lower than the scale approved 
by the Commission in No. 9702, the Memphis-Southwestern case, 
to serve as a buffer between the territory in which that scale was 
applied, and the lower rated territory in the northern part of 
‘Missouri. It had to be reflected into the eastern part of Kansas. 
Therefore the revision was of particular interest to the com- 
missions of those states, thereby creating the condition intended 
to be covered by the agreement between the federal commission 
and the state providing for joint cooperative effort. 

Specifically, the Commission found that the carriers had not 
justified the suspended schedules, but that rates made in ac- 
cordance with a scale carrier as appendix C to its report would 
be reasonable maximum rates. The rates proposed by the 
carriers were to be made in accordance with a scale beginning 
with 35 cents for five miles and less, first class, and ending with 
177 cents for 525 miles. The Commission scale begins with 33 
cents for ten miles and less, first class and ends with 157 cents 
for 500 miles. 

Commissioner Esch made a complete review of the~rate 
situation existing in the southern part of Missouri by reason 
of the fact that the population density there is lower than in the 
territory north of the Missouri Pacific between Kansas City and 
St. Louis and its boardering on the territory in which the No. 
9702 scale was used in making class rates. The dividing line 
between northern and southern Missouri is no longer exactly 
along the Missouri Pacific, the Rock Island having built into 
the territory so as to make its rails desirable as part of the 
boundry line, but, roughly speaking, the dividing line is as 
indicated. 
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In fourth section order No. 9165, based on Leland’s applica- 
tion No. 12603, the relief mentioned in the part of the Com- 
mission’s report hereinafter reproduced, is given as indicated in 
the report. The findings, the discussion pertaining to fourth 
section relief and the instructions as to the application of rates, 
are as follows: 


We find that respondents have not justified the suspended sched- 
ules, but that rates based on the single-line scale and joint-line dif- 
ferentials set out in Appendix C hereto would be reasonable maxi- 
mum rates for application on interstate traffic to, from, and between 
points in Missouri B territory as described in this report. Recog- 
nized bridge arbitraries at Mississippi River crossings may be added 
wherever and to the extent they now apply, and the rates to and from 
defined territories should be based on the present differentials over 
the river crossings. 

The rates to and from points in western Missouri should be 
observed as minima to and from points in southeastern Kansas where 
necessary to comply with the fourth section. The rates from St. 
Louis to Pittsburg should not be less than the rates to Joplin, these 
—- competitive jobbing points about the same distance from St. 

uis, 

Protestants have urged that we should postpone any revision of 
the present adjustment in the territory under consideration until 
a decision is reached in the pending Consolidated Southwestern Case, 
Docket No. 13535. In view of the comprehensive nature of that 
proceeding and the probable time that may elapse before its final 
disposition, we are of the opinion that relief from the maladjust- 
ments, confusion, and discrimination here shown to exist should not 
thus be withheld, but as previously indicated the findings herein 
announced are without prejudice to our future action in the Con- 
solidated Southwestern Cases. 

An order will be entered requiring the cancellation of the proposed 
schedules as to interstate commerce without prejudice to the filing 
of new schedules in conformity with the above findings. 

In connection with the proposed rates, fourth-section application 
No. 12603 was filed by F. A. Leland, agent, on behalf of the Missouri 
Pacific, Frisco, and St. Louis Southwestern and certain short-line 
connections of those carriers operating in southeastern Missouri and 
northeastern Arkansas, and on behalf of other carriers parties to 
the suspended schedules. A separate hearing was held on this appli- 
cation. It asks for authority to establish and maintain between St. 
Louis, East St. Louis, Cairo, and Thebes, Ill., on the one hand, and 
points in southeast Missouri and northeast Arkansas, on the other, 
the lowest rates applicable via any of the routes of these carriers and 
to maintain rates that are higher but not in excess of the proposed 
scale at intermediate points. 

The Missouri Pacific and the St. Louis Southwestern have inter- 
state lines from St. Louis to points in southeastern Missouri. The 
line of the Frisco from St. Louis to those points is entirely intrastate. 
Circuity is the principal ground for relief. In the case of the Cape 
Girardeau Northern the desired relief is predicated in part upon the 

eak financial condition of that carrier. The Cape Girardeau North- 
rn has earned its operating expenses in only two of the last six 
years and is in a receivership. Carriers operating joint-line routes 
take the position that the equidistant rule of the fourth section 
should not be imposed in connection with any relief that may be 
granted to such routes, for the reason that they would then be unable 
to avail themselves fully of the joint-line differentials. In Memphis- 
Southwestern Investigation, 77 I. C. C. 473 (522-523), we held that 
the application of that provision was not mandatory in a situation 
of this character. 

The greatest circuity indicated via any route from St. Louis is 51 
per cent. The short-line distances from St. Louis to Morehouse, 
Mo., and Piggott, Ark., representative destinations, are 169 and 
219 miles, respectively. Some of the circuitious routes from Cairo 
and Thebes to near-by points in Missouri are several times the dis- 
tance of the direct route. For example, the distance over the direct 
line of the St. Louis-Southwestern from Thebes to Fremsdorf, Mo., 
is 2.8 miles. The distance over the joint-line route of the Frisco and 
Chicago & Eastern Illinois is 30.1 miles. The short line distances 


from Cairo to Morehouse and Piggott are 63 and 115 miles, re- 
spectively. 


Relief will be granted in connection with the rates herein ap- 
proved to carriers operating interstate routes from St. Louis and 
East St. Louis, subject to the conditions that the rates at interme- 
diate points shall not exceed the scale herein approved and shall in 
no case exceed the lowest combination. In the case of Cairo and 
Thebes relief will also be granted (1) where the short-line distance 
is not over 25 miles, to routes not more than 150 per cent circuitous; 
(2) where the short-line distance is over 25 but not over 75 miles 
to routes not more than 70 per cent circuitous; and (3) where the 
short-line distance is over 75 miles, to routes not more than 60 per 
cent circuitious, subject in all cases to the conditions above named, 
provided (a) that where the short line exceeds 25 miles in length 
and the longer line or route does not exceed 63 miles relief will apply 
to such longer line or route even though the said longer line or route 
is more than 70 per cent circuitous; (b) where the short line ex- 
ceeds 75 miles and the longer line or route does not exceed 128 miles 
relief will apply to such longer line or route even though the said 
longer line or route is more than 50 per cent circuitous. All other 
relief will be denied. We find that the lower rates herein authorized 
for application at points on circuitous routes will be reasonably com- 
pensatory for the service performed. 


The scale prescribed by the Commission is as follows: 


Maximum scale of class rates found reasonable for application 
on interstate traffic to, from, and between points in Missouri B ter- 
ritory as described in report. ee - — — 100 ~ See note. 

A 





Distance DE 
BO SON GEE TOBB. c ccccccces - 88 28 23 18 12 14119 7 6 
15 miles and over 10........ 35 30 25 19 13 18 13 9 8 6 
20 miles and over 15........ 37 31 26 20 13 16 183 10 8 7 
25 miles and over 20...... eo wow eagetsHenrtpBmihis 7 
30 mfles and over 25........ 41 35 29 23 15 18 14 11 9 7 
35 miles and over 37 30 24 15 18 14 12 9 8 
40 miles and over 38 32 25 16 19 15 12 10 8 
45 miles and over 40 33 26 17 20 16 13 10 8 
50 miles and over 42 34 27 18 21 16 13 11 9 
60 miles and over 44 36 29 19 23 17 14 11 9 
70 miles and over 47 39 30 20 24 18 15 12 10 
80 miles and over 70....... - 58 49 41 32 21 25 19 16 13 10 
90 miles and over 80........ 61 52 43 34 22 26 20 16 13 it 
100 miles and over 90........ 64 54 45 35 23 28 21 17 #14 12 
110 miles and over 100..... oo CO UE SeB DB wD Bw wD 
120 miles and over 110........ 70 60 49 39 25 30 23 19 15 13 
130 miles and over 120........ 73 62 61 40 26 31 24 20 16 13 
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140 miles and over 130........ 76 65 63 42 27 33 25 21 17 14 
150 miles and over 140....... - 7 67 5S 43 28 34 26 21 17 
160 miles and over 82 70 57 45 30 35 27 22 18 45 
170 miles and over 

180 miles and over 
190 miles and over 
200 miles and over 
220 miles and over 
240 miles and over 
260 miles and over 
280 miles and over 
300 miles and over 
320 miles and over 
340 miles and over 
360 miles and over 
380 miles and over 
400 miles and over 


. 137 116 96 75 49 59 45 37 30 25 
425 miles and over 


142 121 100 78 51 61 47 38 31 2 
450 miles and over 147 125 103 81 53 63 48 40 32 9 
475 miles and over 152 129 106 84 55 65 50 41 33 97 
500 miles and over 475........ 157 1383 110 86 57 68 52 42 35 28 

Note—Arbitraries for extra line hauls to apply only when the 


lines _ in the route are not under a common ownership or 
control: 
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CLASS RATES PREJUDICIAL 


A finding of undue prejudice as to class rates has been made 
in No. 14,748, Watertown Chamber of Commerce vs. Chicago & 
North Western et al., mimeographed. The report, written by 
Commissioner Campbell, found the class rates from Watertown, 
S. Dak., to points in southeastern Minnesota not unreasonable, 
but unduly prejudicial to Watertown, unjustly discriminatory 
against interstate commerce, and unduly preferential of Sioux 
Falls, S. D., Sioux City, Iowa, St. Paul, Minneapolis and other 
Minnesota points. It ordered the removal of the undue prejudice 
on the principles laid down in Fargo Commercial Club vs. A. 
& W., 98 I. C. C. 691, not later than September 12. The finding 
of the Commission was that there were no circumstances and 
conditions of transportation which warranted the existing dis- 
parities in the class rates from Watertown and the competitive 
points alleged to be preferred. In its finding, in full, together 
with a note illustrating its decision, is as follows: 





We find that the assailed rates from Watertown to the Minne- 
sota destinations are not unreasonable, but that they are, and for 
the future will be, unduly prejudicial to Watertown and unduly 
preferential of Sioux Falls, Sioux City, the Twin Cities, Winona, 
Albert Lea, Mankato, Pipestone, Rochester, and St. Cloud to the 
extent that they exceed, or may exceed, the corresponding rates 
contemporaneously maintained from the said preferred points to the 
same destinations by more than the differences that would exist 
between the rates from said preferred points, on the one hand, 
and from Watertown, on the other, to said Minnesota destinations 
under the scale of class rates shown in appendix 2 to the report 
in the Fargo Case, supra, less 12 per cent for the distances on 
and east of the main line of the Omaha from Sioux City through 
Worthington and Mankato, Minn., applied in the manner indicated 
in Note 1, and that any great difference or disparity between the 
aforesaid rates from Watertown and from the said preferred points 
results, and would result, in unjust discrimination against interstate 
commerce from Watertown. 

We further find that the class rates from Sioux Falls, Sioux 
City, and the Minnesota points of origin above named to the said 
Minnesota destinations are less than reasonable maximum rates, and 
that reasonable maximum rates from and to said points are, and 
for the future will be, those in the scale of class rates shown in 
appendix 2 to the report in the Fargo Case, supra, less 12 per cent 
for the hauls on and éast of the line of the Omaha from Sioux 


City through Worthington and Mankato, determined in the manner 
indicated in Note 1. 


Note 1. The following examples are illustrative of the manner in 
which reasonable maximum rates from and to points on and east of 
the main line of the Omaha from Sioux City through Worthington 
and Mankato are to be determined: The distance from Sioux City 
to Mankato is 184 miles over the line of the Omaha, for which the 
first class rate under the Fargo scale would be 91 cents. By de- 
ducting 12 per cent the reasonable maximum first-class rate for 
this distance is 80 cents. By the same method the reasonable maxi- 
mum first-class rate from Rochester to Mankato is 53.5 cents. In 
order to determine the rate from Rochester to Tracy, Minn., add to 
the reasonable maximum rate to Mankato, the border point, the 
difference, 27 cents, between the rates under the Fargo scale for 84 
miles, the distance to Mankato, and 171 miles, the distance to Tracy, 


which will make the reasonable maximum rate from Rochester to 
Tracy 80.5 cents. 


LARD CHARGES ILLEGAL 


The Commission in No. 14,240, Armour & Company vs. 
Delaware, Lackawanna & Western, mimeographed, has found the 
exaction of local rates and charges for the transportation of lard, 
in carloads, from Jersey City to shipside in New York Harbor 
free lighterage limits, to have been illegal on designated ship- 
ments, but not unreasonable or otherwise unlawful. Reparation 
was awarded... The complaint alleged that the charges based on 
a rate of 6.5 cents per hundred pounds plus $6.50 per car exacted 
by the Lackawanna for transportation of lard between September 
15, 1920, and September 22, 1922, from Jersey City to points in 
New York free lighterage limits, when for export, after the lard 
had been shipped into Jersey City by the complainant over the 
Lackawanna from points west of Buffalo and Black Rock in tank 
cars and unloaded at complainant’s plant at Jersey City, put into 
barrels, tierces and other containers, were in violation of section 
6, and were unreasonable. The Commission was asked to deter- 
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mine the legally applicable rate and prescribe reasonable ones 
for the future and to award reparation. The defendant now has 
in effect rates and. transit arrangements the Commission said 
that ‘were satisfactory to the complainant, leaving only the 
question of reparation. 

The Commission said the complainant did not question the 
reasonableness of the rate charged on outbound movement from 
its plant when applied to local movement, but insisted that if 
applied to through shipments handled in transit it would be 
unreasonable. To show unreasonableness the complainant refer- 
red to other transit tariffs of the Lackawanna and competing 
carrier which did not require that the exact identity be preserved 
on such commodities as butter, eggs, cheese and packing house 
products. The Lackawanna imposed the local rates while the 
complainant contended for the application of transit privileges 
under tariffs which, however, provided for the forwarding of 
the transited product within thirty days, and on which identity 
had been preserved. The defendant conceded, the report said, 
that the transit tariffs would have applied on through shipments 
switched to and from the complainants had the identity of the 
commodity been preserved at the transit point. 

A right of a shipper to substitute tonnage at transit points, 
the Commission said, had frequently been considered by it. It 
said that the inbound and outbound movements to the transit 
point here involved had to be regarded as separate shipments 
to which the separately established rates were applicable except, 
and to the extent, that there was explicit tariff provision which 
connected the inbound with the outbound movement and estab- 
lished the fiction of a continuous through movement. The Com- 
mission’s finding in full is as follows: 


We find (a) that the charges exacted by defendant for the 
transportation by it from September 15, 1920, to September 12, 1922, 
inclusive, on lard, in carloads, from complainant’s plant at Jersey 
City, N. J., to shipside at points within the free lighterage limits 
of New York Harbor, for export, that was the same identical lard 
that moved into said plant over defendant’s rails from points west 
of Buffalo or Black Rock, N. Y., were illegal to the extent that they 
exceeded 3 cents per 100 pounds for the weights of the barrels or 
drums in which the lard was transported on shipments that moved 
prior to July 27, 1921, and to the extent that they exceed 4 cents per 
100 pounds for the weights of the barrels and drums in which the 
lard was transported on shipments on and after July 27, 1921; (b) 
that the charges exacted by defendant for the transportation by it 
from September 15, 1920, to September 12, 1922, inclusive, on lard, 
in carloads, from complainant’s plant at Jersey City, N. J., to ship- 
side at points within the free lighterage limits of New York Harbor, 
for export, which was not the same identical lard that moved in- 
bound over defendant’s rails from points west of Buffalo or Black 
Rock, N. Y., but which was the exact equivalent of such inbound 
movements, were not illegal or unreasonable on shipments prior to 
October 5, 1921, but that they were illegal to the extent that they 
exceeded 2.5 cents per 100 pounds on the net weight of the outbound 
material, minimum 34,000 pounds per car, plus an additional charge 
of 5 cents per 100 pounds for the weight of the barrels or drums 
in which the lard was transported on shipments moving on and 
after October 5, 1921; that complainant made the shipments as de- 
scribed, and paid and bore the charges thereon; that complainant 
has been damaged in the amount that the charges exacted on ship- 
ments described in (a) exceeded the amounts that would have accrued 
under defendant’s transit tariff I. C. C. No. 12658 on shipments made 
prior to July 27, 1921, and that would have accrued under defendant's 
transit tariff I. C. C. No. 18468 on shipments made on or after July 
27, 1921, and on shipments described in (b) to the extent that they 
exceed the charges that would have accrued under defendant’s tran- 
sit tariff I. C. C. No. 18825 on shipments that moved on and after 
October 5, 1921; and that it is entitled to reparation in such amount. 
We further find that except as noted the charges assailed were not 
unreasonable or otherwise unlawful. Complainant should comply 
with rule V of the Rules of Practice. 





GULF PORTS DIFFERENTIAL CASE 


The Commission’s finding in No. 12798, Galveston Commer- 
cial Association vs. Galveston, Harrisburg & San Antonio et al., 
opinion No. 10437, 100 I. C. C. 110-26 that the export, import and 
coastwise rates to Galveston and other Texas ports are unduly 
prejudicial against the complainant and unduly preferential of 
New Orleans (See Traffic World, July 18) in a broad way of speak- 
inf is what the complainant sought. The order, effective October 
8, requiring the removal of the undue prejudice by requiring the 
same rates to both ports in instances wherein the differences in 
distance are 100 miles or less and specified differences in cents 
per 100 pounds, Galveston under New Orleans, where the dif- 
ferences are greater than 100 miles does not, however, give 
Galveston all it asked. 

As stated by Commissioner Campbell, the complainant 
alleged the rates, between all points in Western Classification 
territory and in Illinois, of the kinds mentioned, on the one 
hand, and Galveston on the other were unreasonable; and that 
the relationship of the rates from the origin territory to Gal- 
veston, on the one hand, and to Texas City, Houston, Beaumont, 
Port Arthur and Orange, Tex., New Orleans and Mobile, on the 
other, was unduly prejudicial to Galveston and unduly preferen- 
tial of the other ports. 

At the hearing he said the allegations of unreasonableness 
and of undue preference of the other Texas ports were with- 
drawn. The other Texas ports intervened in the case and asked 
for the same relief that might be accorded to Galveston in its 
relationship with New Orleans and Mobile. The issue, Mr. 
Campbell said, was therefore one of prejudice against Galveston 
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and of preference for New Orleans and Mobile. He said that 
the complaint covered all commodities but that it specifically 
named cottonseed and peanut cake, meal and oil, and lumber 
and forest products from Texas, Oklahoma, Arkansas and 
Louisiana west of the Mississippi; cement and cement plaster 
from Texas, Oklahoma and Kansas and many other commodities 


moving through the ports. In disposing of the case the Com- 
mission said: 


New Orleans has certain natural advantages over Galveston 
which have affected the relationship of rates to the two ports. It 
is situated on the Mississippi River, at a natural division between, 
and terminus of, lines operating both east and west thereof. It 
therefore draws freight from both east and west of the river and 
by barge line down the river, which insures it not only a greater 
volume but a wider variety of freight than goes to Galveston, 
which is dependent upon the southwestern lines. This fact in it- 
self warrants careful scrutiny of a rate adjustment which is al- 
leged to be unduly prejudicial to the port least favored by natural 
advantages. While those natural advantages are entitled to con- 
sideration in so far as they have been brought about by geograph- 
ical location, they are not entitled to much respect in so far as they 
have been brought about by rate advantages such as those 
here complained of. So far as the territory west of the Mississippi 
River, which we are here considering, is concerned, the difference 
between the natural advantages of New Orleans and Galveston is 
small, Both ports are natural objectives for export and coast- 
wise freight originating in that territory. The Southern Pacific 
lines reach both ports and the Missouri Pacific system, through 
control of the International-Great Northern and the Texas & Pa- 
cific, serves both ports. The policy of the southwestern carriers 
serving New Orleans, more particularly the Texas & Pacific, has 
been, generally speaking, to apply the Galveston rates to New 
Orleans on traffic moving from or to all points west of the Misais- 
sippi River, except points in Texas south of the Texas & Pacific. 
Such an adjustment necessarily disregards distance and commer- 
cial instead of natural advantages control. We have consistently 
refused to condemn such an adjustment where it is shown to serve 
the best interest of the public, but where, as here, it builds up one 
port at the expense of another equally favored by natural 
oy a from the origin territory here considered, a line must 
be found beyond which distance wer not be disregarded. 

In section 500 of the transportation act, 1920, it is declared to 
be the policy of Congress to promote, encourage, and develop water 
transportation service, and facilities in connection with the com- 
merce of the United States, and to foster and preserve in full vigor 
both rail and water transportation. Of the same tenor are the pro- 
visions of section 8 of the merchant marine act, 1920. The facilities 
for water foe = ye ny from or to and at Galveston cannot be 
preserved in full vigor under a rate adjustment which unduly 
favors New Orleans. It is important that all porte be kept open 
and in as vigorous a condition as — so that water lines may 
be attracted thereto and the public given the cheapest and most 
efficient service, both by water and by rail. ‘ 

In coffee from Galveston and other Gulf ports, 64 IL. C. C. 26 
we prescribed differentials, properly graded and not exceeding 
cents, under or over New Orleans on green coffee from Galveston to 
destinations in Arkansas, Oklahoma, Missouri, Kansas, and other 
States, for differences in distance of more than 100 miles. Rates in 
compliance with that finding were established on April 24, 1922, 
and, as will be noted from the appendix, those rates reflect substan- 
tially the differentials asked for by complainant. They are pub- 
lished as domestic rates and apply on both import and domestic 
traffic. In Galveston Commercial Auss’n vs, A. & V. Ry. Co., 77 1. C. 
C. 388, we prescribed differentials under or over New Orleans on 
cotton compressed in transit from Arkansas points to Galveston for 
differences in distance of more than 25 miles, the differentials 
ranging from 2 cents for ‘differences in distance of 26 miles and 
not over 50 miles to 5 cents for differences in distance of 101 
miles and over. The rates there dealt with were domestic 
rates. Grouping is generally more justifiable and has been more 
extensively employed in making rates on export and import traffic 
than on domestic traffic. 

We find that the present relationships of the assailed rates on 
export, import, and coastwise traffic, in carloads, from or to points 
in Louisiana west of the Mississippi River, Arkansas, Texas, Okla- 
homa, and Kansas south of the main line of the Union Pacific from 
Kansas City to the western boundary of the State, hereinafter re- 
ferred to as southern Kansas, are unduly ee to Galveston 
and unduly preferential of New Orleans. e further find that 
this undue prejudice should be removed by establishing the same 
rates to or from New Orleans or Galveston, as the case may be, 
in instances where the differences in distance from and to the two 
ports are not greater than 100 miles, and by establishing rates to 
or from Galveston, as the case may be, the following differentials 
under New Orleans in instances where the differences in distance 
in favor of Galveston are greater than 100 miles: 

On grain and grain products from southern Kansas, 3 cents; 
from Oklahoma, 4 cents; from points in Texas on the lines of the 
Texas & Pacific, the Kansas City, Mexico Orient, the Gulf, Texas 
& Western, the Roscoe, Snyder & Pacific, and the Abilene & South- 
ern, 56 cents. On cottonseed and peanut cake and meal from Okla- 
homa, 4 cents; from Texas, 6 cents. On cottonseed and peanut oil 
from Oklahoma, 5 cents; from Texas, 7 cents. On petroleum, 
petroleum products, and asphalt from southern Kansas, 2 cents; 
from Oklahoma, 3 cents; from Texas, except the Houston-Beau- 
mont-Port Arthur groups, 4 cents; from Beaumont-Port Arthur 
group, 6 cents. On eee See Pew and related articles, 
except soap from Oklahoma, 6 cents; from Texas, 9 cents. On cotton- 
soap from Oklahoma, 5 cents; from Texas, 7 cents. On cotton- 
factory products and related articles from Texas, 12 cents. On 
turpentine and related articles from southwestern Louisiana, as 
previously defined, 3 cents; from Texas, 6 cents. On rosin from 
southwestern Louisiana, as previously defined, 2 cents. On lumber 
and forest products taking the same rates from southwestern 
Louisiana, as previously defined, 2 cents. On rice and rice products 
from southwestern Louisiana, as previously defined, 2 cents. On 
burlap bagging, cotton-bale covering, and cotton-bale ties and 
buckles to southwestern Louisiana, as previously defined, 5 cents; 
to Texas, 8 cents. On burlaps, bags (ousien. jute, gunny, cotton, 
clayed cotton, and cotton lined), and related articles to south- 
western Louisiana, as previously defined, 5 cents; to Oklahoma, 
4 cents. On green coffee to Texas, 9 cents. 

We further find that the assailed rates on rosin from Texas 
points and on green coffee to points other than Texas are not 
unduly prejudicial. 

In determining distances to or from the respective ports the 
shortest routes via existing connections for the interchange of car- 
load traffic shall be used, embracing as a maximum the lines or 
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parts of lines of not more than three line-haul carriers, lines under 
common ownership or control to be considered as a single line. 

The relationships above described, because of the inadequacy 
of the record, are necessarily general and will be understood to be 
minimum differentials. Defendants will be expected to grade up 
the differentials prescribed from or to Texas, so that for the 
shorter distances between Galveston and Texas points more appro- 
priate recognition may be given to the greater differences in dis- 
tance to or from the two ports. In applying the above basis minor 
. deviations may be made for the purpose of avoiding fourth-section 
departures which would result from a rigid observance, but wher- 
ever such deviations occur care should be taken to avoid undue 
preference of one port to the disadvantage of the other. 

The record is not sufficiently complete to warrant us in pre- 

scribing relationships between the rates to or from Galveston 
and New Orleans on other commodities or from or to points other 
than those embraced in the foregoing findings. It is expected, 
however, that the relationships herein prescribed will serve as 
a guide to defendants in readjusting the rates on other export, 
import, and coastwise traffic wherever undue prejudice such as 
is condemned in this report exists. 
: The measure of the rates to or from Galveston and New 
Orleans is not in issue and upon this record we do not feel justified 
in expressing an opinion with regard thereto. Accordingly, we 
shall leave to the carriers the methtod of removing the undue 
prejudice herein found to exist. . 

In prescribing the foregoing relationships we had in mind the 
average distances, so far as they could be ascertained from this 
record, to or from all of the Texas ports on the one hand and New 
Orleans on the other. Defendants will be expected to maintain 
under this readjustment the present equalization of rates to and 
from the Texas ports, without prejudice to the conclusions which 
may be reached in No. 15159, wherein complainant seeks the same 
rates as Houston on cottonseed and vegetable cake and meal from 
points distant 62 miles or more from Houston. 


CONDEMNS GRAIN RATE PROPOSALS 


The Commission has found not justified proposed increased 
rates from certain points in Kansas on the Union Pacific to St. 
Joseph, Mo., on grain and grain products, in carloads, when 
routed Union Pacific to Marysville, Kan., and St. Joseph and 
Grand Island beyond, in a mimeographed report in I. and S. No. 
2388, grain and grain products between Kansas points and St. 
Joseph, Mo. The schedules were suspended on protest of the St. 
Joseph Grain Exchange and at the hearing the Excelsior Flour 
Mills of Marysville also appeared as a protestant. 

Respondents proposed to increase the rates to St. Joseph 
from twenty-eight Kansas points on the U. P. south of Marys- 
ville, Kan., to and including Junction City, northwest of Junc- 
Aion City to and including Wakefield, and west of Garrison Cross- 
ing to and including Lasita, when routed U. P. to Marysville, and 
St. Joseph & Grand Island referred to as the Grand Island, be- 
yond. Reviewing the rate situation involved, the Commission 
said: 


Marysville is on the Union Pacific and the Grand Island, 113 
miles west of St. Joseph. Carden and Home, Kans., are just east 
and Herkimer and Bremen, Kans., just west of Marysville. All are 
served by the Grand Island. The rates from Herkimer, Bremen and 
Marysville to Atchison and Leavenworth, Kans., Kansas City, Mo., 
and St. Joseph are the same, 14.5 cents on wheat and 13 cents on 
coarse grain; from Carden to these destinations the rates are 14 
and 12.5 cents, respectively; and from Home they are_13.5 and 12 
cents, respectively. From the points of origin on the Union Pacific 
described above the rates to these Missouri River crossings vary 
from 13 to 14 cents on wheat and 11.5 to 12.5 cents on coarse grain. 
They apply over all routes. For example, from Garrison Crossing to 
St. Joseph a shipment could move at the same rate, 13 cents on 
wheat and 11.5 cents on coarse grain, over the following routes: 
Union Pacific to Marysville and Grand Island beyond; Union Pacific 
to either Topeka or Valley Falls, Kans., and Santa Fe beyond; Union 
Pacific to either Kansas City or Leavenworth, and the Burlington, 
Great Western or Missouri Pacific beyond and in addition the Rock 
Island is available beyond Leavenworth. From points of origin on 
the Union Pacific in connection with the Marysville route, Marys- 
ville, Carden and Home are intermediate to St. Joseph. The rates 
from Marysville and from the Union Pacific points have been in ef- 
fect for approximately 15 years. Yet neither the carriers nor the 
shippers were aware, in connection with the Marysville route, that 
the existing rates to St. Joseph were and are in violation of the 
long-and-short-haul clause of the fourth section of the interstate 
commerce act, in that the rates on both wheat and coarse grain from 
Marysville, Carden and Home to St. Joseph range from .5 to 1.5 cents 
higher than the respective rates from points on the Union Pacific, 
here described. It should be noted that the rates from points on 
the Union Pacific southwest of Junction City and northwest of Wake- 
field to St. Joseph are higher than those from Marysville to St. 
— and that they are applicable over the route through Marys- 
ville. 

Respondents here propose to remove the fourth-section viola- 
tions by leaving in effect the existing rates to St. Joseph over all 
routes other than the Marysville route, and by increasing the rates 
over the Marysville route to the level of the rates from Marysville 
to St. Joseph. The minimum increase in rates on shipments of wheat 
and coarse grain, which move over this route, will be .5 cent and 


the maximum 1.5 cents. 

The Excelsior Flour Mills, of Marysville, the Commission 
said, showed that if the schedules became effective, undue pre- 
judice would result to it, because it would not be able to pur- 
chase grain at the U. P. points in competition with its St. Joseph 
competitors. The Commission said that respondents urged on 
brief that the suspended schedules in effect canceled the Marys- 
ville route, and that under the interstate commerce act the Com- 
mission could not require the U. P. to short-haul itself. The 
Commission said that position was not sound—that the Marys- 
ville route would remain open, but at higher rates. It said 
respondents should forthwith remove the existing fourth-section 
violations in a manner which would not result in undue preju- 
dice to Marysville. 
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COMMISSION REVERSES SELF 


The Commission, in a report on further consideration, has 
dismissed No. 14127, J. M. McLeod et al. vs. Texas & Pacific et a). 
opinion No. 10447, 100 I. C. C. 219-20, thereby reversing the 
previous finding, 89 I. C. C. 356, that joint rates on gasoline 
carloads, from points in Texas and Oklahoma to destinations jn 
California and Washington, were unreasonable in the periog 
between August 26 and December 31, 1920. The original report, 
held the joint rates were unreasonable to the extent they ex. 
ceeded the combination resulting after modifying and changing 
the intermediate rates for segments of the same movement 
under tariff rules quoted in that report. The shipments were 
from Ranger, Glenpool, Cisco, and Burkburnett, Texas, to 
Martinez, Calif., or Richmond Beach, Wash. Those of the 
Richfield Oil Company were from Chelsea, Oilton and Drumright, 
Okla., to Los Angeles or Bakersfield, Calif. Upon petition of 
the railroads the case was opened for further consideration upon 
the record. 

There was no dispute as to the applicability of the joint 
rates, which were $1.26 to destinations in California, and $1.45 
to Richmond Beach. The tariff naming these rates provided 
in substance, said the Commission, that if the aggregate of 
intermediate over the route traversed was less than the joint 
rate, such aggregate was applicable. When the shipments moved 
separately, established rates intermediates to and beyond junc. 
tion points in Oklahoma, Kansas and Texas aggregated more 
than the joint rates. 

Lower aggregates were contended for by the complainants 
by the use of the combination rule in such a way as to shrink 
the factors. 

“The product of intermediate rates treated by rule which 
results in something less than the aggregate, is not the aggre. 
gate within the meaning of the alternative rule,” said the Com- 
mission. 

Chairman Aitchison and Commissioners McChord, Meyer, 
Campbell, and Lewis, dissented, but did not write their views. 





ATTACK ON FACTORS CASE 


Overruling the main contentions of the carriers, the Com- 
mission, in No. 15208, Barrett Company vs. Nashville, Chatta- 
nooga & St. Louis et al., mimeographed, found rates on cotton- 
seed-hull shavings, carloads, from Hermitage, Tenn., to Peoria, 
Ill., between February 1, 1922, and July 31, 1922, were unreason- 
able, awarded reparation and required the carriers to establish 
a rate from Hermitage to Ohio river crossings, applicable on 
traffic to Peoria, not later than September 1, of 14 cents. It 
found the rates unreasonable to the extent they exceeded 15.5 
cents prior to and 14 cents after July 1, 1922. The report also 
includes No. 15208, Sub. No. 1, Same vs. Tennessee Central et al., 
and Sub. No. 2, Same vs. N. C. & St. L. et al. 


The fundamental question was as to the sufficiency of com- 
plaints that did not name the Burlington as a defendant, that 
road having been the carrier on a combination, the latter based 
on the Ohio river crossings, to enable the Commission to deal 
with the matter. The complainant itself, the report said, being 
in doubt on that point, filed a new complaint, May 9, 1924, nam- 
ing the Burlington as a defendant, although it had nothing to do 
with the factors south of the river and the factor north thereof 
was not attacked. In that latest complaint, known as sub-num- 
ber 2 to the main one, it alleged that the rates of 56 cents prior 
to July 1, 1922, and 50.5 cents after that date, were in violation 
of the first section to the extent they exceeded 29.5 cents and 
26.5 cents before and after July 1, 1922. In the leading complaint, 
the one in which the Burlington was not named, the allegation 
was that the factors of 42 and 38 cents from Hermitage to the 
Ohio river crossings were in violation of the first section. All 
the facts about the combinations, that is, the factors composing 
them and the totals, were set forth, the omission of the name of 
the Burlington being the only fact that created any doubt. In 
the main complaint the Nashville, Chattanooga & St. Louis was 
named as the principal defendant and in the first sub-number 
the Tennessee Central was accorded that honor. 

The Commission said the defendants contended that in no 
event might reparation be awarded prior to May 9, 1922, which 
was two years prior to the date on which the second sub-number, 
the one naming the Burlington as well as the other defendants, 
was filed. They pointed out that in No. 15208 the allegation did 
not put in issue the through rate; that even if the allegations 
were sufficient a finding of unreasonableness and an award of 
reparation could not be made because the carrier north of the 
river was not a party and that as to the factor south of the river, 
reparation to the full amount of the damages could not be 
awarded against the Illinois Central because the other carrier 
participating therein was not a party. 

On each of those points the Commission said it was of the 
opposite view. It reviewed the question raised by this complaint 
and the two sub-numbers thereunder in the light of the treatment 
given ic in Inland Empire Paper Company, 92 I. C. C. 29, Barrett 
Company vs. Director-General, 88 I. C. C. 535, Paxton & Gal- 





july 


lagh 
Nick 


ratic 
men 
Cen! 
rual 
live! 


i ee i ee 





No. 4 


has 
t al, 

the 
line, 
is in 
riod 
port, 
” ex. 
ging 
nent 
vere 


the 
ght, 
1 of 
ipon 


Oint 
1.46 
ided 
. of 
dint 
ved 
nc- 
lore 


ints 
ink 


‘ich 
sre- 
om- 


rer, 


ta- 
yn- 
ia, 
yn- 
sh 
on 


).5 
SO 
i. 


bad Ee ee ee en J 


sa So 


July 25, 1925 THE TRAFFIC WORLD 181 


Jagher VS. Director-General, 87 I. C. C. 668, and International 
Nickel Company vs. Director-General, 66 I. C. C. 627. 

The Commission said the complainant was entitled to repa- 
ration from the Nashville, Chattanooga & St. Louis on all ship- 
ments delivered to it, from the Illinois Central and the Tennessee 
Central on all shipments delivered to them on and after Feb- 
ruary 1, 1922, and from the Illinois Central on all shipments de- 
livered to the Tennessee Central prior to February 1, 1922. 


ORIGINAL REPORT AFFIRMED 


In a report on further consideration in No. 15659, Texas 
Company et al. vs. Kansas City Southern et al., mimeographed, 
the original report, 96 I. C. C. 81, has been affirmed. The further 
consideration was had upon the petition of the complainants. 
The Commission said that in the original report it found rates 
charged on wrought iron or steel pipe shipped between October 
1, 1922, and November 27, 1923, from and to many points in 
Louisiana, except Shreveport, to and from points in Arkansas, 
unreasonable, to the extent they exceeded rates equivalent to 
distance commodity rates on pipe, which were in effect intrastate 
in Louisiana, and awarded reparation to that basis applied to the 
distances over the routes of movement of the shipments covered 
by the complaints. It also found the rates charged on like traffic 
from Shreveport to designated points in Arkansas not unreason- 
able. It said that rates for the future were not involved. 

The complainants called attention to findings which the 
Commission had made in other cases in which rates on wrought 
iron or steel pipe were in issue. The Commission said that none 
of the complainants’ shipments moved from or to the particular 
points covered in Crawford & Sebastian vs. C. R. I. & P. Ry., 92 
I. C. C. 453, one of the cases cited by the complainants. It said 
that all the commodity rates on pipe referred to by way of com- 
parison in this record were substantially in line with the rates 
to the basis of which reparation was awarded in the original re- 
port, except those from a few important producing or jobbing 
points, such as Youngstown, Ohio, St. Louis and Kansas City. It 
said complainants’ shipments were incidental to the shifting of 
pipe from non-producing oil territory or temporary storage points 
to productive areas. It said it found no sufficient reason for 
modifying the findings in the original report. 


REVERSES PREVIOUS FINDING 


On reconsideration the Commission in a mimeographed re- 
port in No. 15102, United Circle & Supply Company vs. Baltimore 
& Ohio et al., has found inapplicable a rate charged on bicycles, 
in carloads, from Middleton, O., to Los Angeles, Cal., and 
awarded reparation. In the original report, 93 I. C. C. 689, the 
Commission found that the rate was applicable. Charges were 
collected at the joint first-class rate of $5.835. Contemporaneously 
there was in effect from and to these points a joint commodity 
rate of $2.765, minimum 20,000 pounds, on “vehicles (non-self- 
propelling, except as otherwise provided), and parts thereof, viz.: 
vehiclés, light and heavy, freight or passenger, and finished parts 
thereon (see Note 1), Note 1. Rates named will not apply on 
self-propelling vehicles nor on pneumatic rubber tires.” The 
Commission said the question was whether the description, 
“light, non-self-propelling passenger vehicles’ comprehended 
bicycles. It concluded that a bicycle came within that defini- 
tion, and that the rate of $2.765 was applicable. Commissioners 
Meyer, Hall, Eastman, McManamy and Woodlock dissented, for 
reasons stated in the original report. 


REPARATION ON SAND SHIPMENTS 


An award of reparation has been made by the Commission 
in a mimeographed report in No. 16332, W. C. Meneely Company 
vs. C. 1. & W. et al., on a finding that rates charged on two car- 
loads of sand from Montezuma, Ind., to Buffalo, Ill., via Iliopolis, 
Ill., were applicable, but that assessment of a reconsignment 
charge of $6.30 on each car in addition to the local rates was 
unreasonable and that complainant was entitled to reparation in 
the sum of $12.60, with interest. 





ORIGINAL FINDING REVERSED 


In a mimeographed report on reconsideration in No. 15798, 
Murray-Egan-McLeod Company vs. Pennsylvania et al., the Com- 
mission, with Commissioners McChord, Meyer, Lewis and Mc- 
Manamy dissenting, has found that class rates charged on a 
less-than-carload shipment of iron pipe fittings from Barberton, 
O., to Duluth, Minn., destined to Virginia, Minn., were applicable, 
and has dismissed the complaint. In the original report, 93 I. C. 
C. 79, the Commission found a 33-cent commodity rate applicable 
on a less-than-carload shipment of iron pipe fittings weighing 


_ 7,000 pounds, between the points designated, and awarded rep- 


aration in the sum of $18.20, the amount of the difference between 
the charges collected at the fourth-class rate of 59 cents and the 
charges which would have accrued at the rate found applicable. 
The case was reopened on petition of the Great Lakes Transit 
Corporation, one of the defendants. The 33-cent commodity rate 
was published on page 53 of Agent W. J. Kelly’s I. C. C. No. 
1136, subject to the general reduction of July 1, 1922. After con- 
sidering the provisions of the tariff, the Commission concluded 


that the 33-cent rate was not applicable to less-than carload ship- 
ments. Complainant’s evidence of unreasonableness of the rate 
charged was confined to a comparison of the rates from Bar- 
berton to Virginia and Duluth with the rates from Birmingham 
and Bessemer, Ala., to Boston, New York, Philadelphia and Bal- 
timore, the Commission said. It found that the rate charged was 
not unreasonable. 


MIDDLINGS DECISION AFFRIMED 


The Commission, in a report on reargument on No. 13992, 
Cream of Wheat Company vs. Atchison, Topeka & Santa Fe et 
al., mimeographed, has affirmed the finding in the original re- 
port, the latter made by division No. 4, $1 I. C. C. 45, that rates 
on Cream of Wheat, in carloads, from Minneapolis, to destina- 
tions in Montana, Idaho, Washington, Oregon and California, 
were not unreasonable or unduly prejudicial to the extent that 
they exceedeed the contemporaneous rates on flour. : 

In this case the complainant contended that it was unrea- 
sonable and unduly prejudicial for the carriers to impose a rate 
on the article known by the advertising name mentioned, be- 
cause, among other things, it was a by-product of the milling 
of wheat known to the trade as middlings, and the general rule 
was that no product of milling took any higher rate than that 
on flour, the main product, and in many cases the rates on 
grain, grain products and by-products were the same. 

With Commissioner McManamy dissenting, the Commission, 
in affirming the division report, said: 


In our original report in this case, 91 I. C. C. 45, we found that 
the applicable rates on cream of wheat from Minneapolis, Minn., 
to destinations in Montana, Idaho, Washington, -Oregon and Cali- 
fornia were not unreasonable or unduly prejudicial and dismissed 
the complaint. Upon petition of complainant the case was reopened. 
No further evidence was offered but the case was orally argued 
before us. We have again considered the evidence in the light of 
the argument, and conclude to affirm our original finding. 


NUMBER INCREASES FORBIDDEN 


The Commission, in I. and S. No. 2379, Forest Products Be- 
tween Kentucky and Tennessee points, mimeographed, has found 
not justified proposed increased rates on lumber and forest prod- 
ucts from stations on the Clear Fork, Hog Camp and Crooked 
Fork branches of the Louisville & Nashville in Tennessee and 
Kentucky to Lexington, Ky. It has ordered the suspended sched- 
ules cancelled and discontinued the proceedings. 

The rates were suspended upon protest of the Lexington 
Board of Commerce. Increases to Lexington and to Winchester, 
Ky., would be 1 and 2 cents per 100 pounds. The Louisville & 
Nashville said that it had made a special investigation of the 
protest which was to the effect that the proposed rates would 
irreparably harm Lexington and said that it had found that there 
had not been one shipment from the points of origin mentioned 
in the tariffs to Lexington, although the rates to that point were 
2 or 3 cents lower than to Winchester. The proposed rates 
would remove fourth section departures to some extent, the 
Commission said, but many would still remain. The protestant 
urged, the Commission said, that it should not approve as rea- 
sonable increased rates merely on the theory that fourth section 
departures would be corrected. 


UNREASONABLE COAL RATES 


In a mimeographed report in No. 16228, St. Joseph Lead 
Company vs. Louisville & Nashville et al., the Commission has 
awarded reparation on a finding that rates on mine run coal 
from Coil and Sunset Mine, Ky., to Bonne Terre, Rivermines 
and Leadwood, Mo., in May, 1922, were unreasonable to the 
extent that they exceeded $2.70 per net ton. A rate of $3.04 was 
assessed, the authority for which did not appear, the report 
said. The lowest combination of rates applicable was $3.70 on 
shipments that moved prior to May 27 and $3.55 on those that 
moved after that date, the report said. No joint rate was in 
effect. On May 1, 1922, complainant made request for publica- 
tion of joint rates, intending to hold the shipments until such 
rates were published. The coal miners’ strike of 1922, which 
was on at that time, did not materially affect production at 
western Kentucky mines, and, in order to move the traffic and 
relieve or avoid congestion, the Missouri-Illinois, after confer- 
ence with the other defendants, represented to complainant that 
all defendants would joint in an application to the Commission 
on the informal docket to make reparation on the basis of the 
joint rate which would be established if complainant would 
allow the shipments to go forward. Complainant agreed to that 
arrangement, according to the report, but after the shipments 
moved the L. & N. refused to join with the other lines in the 
application on the informal docket to make refund to the basis 
of the joint rate of $2.70 which was established on May 29, 1922. 
The L. & N. denied that it had agreed to the arrangement, and 
in the hearing defended the reasonableness of the rates charged. 


MOLDING SAND INCREASES 
A finding of non-justification has been made in I. and S. No. 
2397, sand and gravel from New Jersey to New York and Penn- 
sylvania points, mimeographed, as to proposed increased rates 





i 
| 
# 
f 
| 
f 


qoeres 


ES ST TE TA 


“OBER 


—— 


mast x. 


Fo he ee a ila i 





SERA SSIES 


182 THE TRAFFIC WORLD 


on molding sand from Mt. Holly, Hainesport and Masonville, 
N. J., to Buffalo and Rochester, N. Y., and points taking the 
same rates. It has ordered the suspended schedules canceled 
and the proceeding discontinued. Sand dealers at Mt. Holly 
and Hainesport protested and procured the suspension of the 
schedules. The protestants objected because, as they said, the 
proposed increases would break the parity in respect of rates 
to the Buffalo-Rochester group which had existed between 
Hainesport and the northern New Jersey points for a consid- 
erable period. 


NEWSPRINT REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16470, News Publishing Co. et al. vs. 
Atchison, Topeka & Santa Fe et al., mimeographed, as to rates 
on newsprint, and the charges thereunder, from International 
Falls, Minn., to Arkansas City, Kans. The decision in Min- 
nesota & Ontario Paper Co. vs. Northern Pacific, 66 I. C. C. 571, 
Was used as the standard in disposing of this case. The Com- 
mission found the rates unreasonable to the extent they ex- 
ceeded 60 cents on a 40,000-pound minimum. Shipments were 
made between January and April, 1922. 


DIRECTS REFUND OF OVERCHARGES 


The Commission, in No. 15805, Emporia Wholesale Coffee 
Co. et al. vs. Atchison, Topeka & Santa Fe et al., mimeographed, 
has found rates on cereal beverages, carloads, between April 
3 and September 11, 1922, from Milwaukee, Wis., to Emporia, 
Kans., not unreasonable or unduly prejudicial. The complaint 
alleged they were unjust, unreasonable, unduly prejudicial and 
unduly preferential, the undue preference alleged being for 
the competitors of the complainant at Kansas City and of com- 
petitors in Emporia who shipped from Denver. The Commis- 


sion found overcharges, directed their refund and dismissed the 
case. 


WEIGHING CASE DISMISSED 


The Commission has dismissed No. 16348, Mentone Lumber 
Co. vs. New York, Chicago & St. Louis, mimeographed, finding 
that under the defendant’s tariff it was not required to weigh 
shipments of coal and coke prior to delivery, upon a general 
request for such weighing, without definite information as to the 
particular shipments. The complainant made a general request 
for the reweighing of all its inbound shipments of coal and coke. 
It claimed $500 damage on account of the failure of the carrier 
to show gross, tare and net weights on its freight bills. The 
Commission said the complainant did not submit its freight 
bills upon which the estimate of $500 was based. 


GLUE STOCK DESCRIPTION 


The Commission, in I. and S. No. 2365, glue stock between 
points in official classification territory, mimeographed, has 
found the proposed change in the description of glue stock be- 
tween points in official classification territory not justified, 
ordered the suspended schedules cancelled, and discontinued the 
proceeding. The amendment to the description proposed was 
“will not apply on any articles which are edible ingredients of 
food for human consumption.” The matter was presented to the 
Commission informally and it held in favor of the shippers. 
The amendment, if permitted to have remained, would have 


raised the rating from sixth to fifth class on the excepted 
articles. 


The evidence dealt mostly, said the Commission, with pieces 
of hog or pig skin, variously termed pig-skin or pork-hide trim- 
mings. Until a few years ago the hide of a pig was removed 
from the carcass and tanned into leather. Now the practice 
is to trim the hide off the various cuts after the carcass has 
been dismembered. That produces pieces of pig skin of various 
sizes, some of them large enough for tanning. No hange was 
made in the tariffs. Swift & Co., the protestant in this case, 
offered the traffic as “pork-hide trimmings,” hide-trimmings 
being included in the list of articles comprising glue stock. 
That brought about the controversy, because they are shipped 
in iced refrigerator cars while calf and other hide trimmings 
are shipped in ordinary box cars. The pork-hide trintmings can 
be used and the Commission said they were used almost exclu- 
sively in the manufacture of edible gelatin. It said it thought 
pork-hide trimmings or fresh frozen or green-salted pig skins 
might properly be eliminated from the glue stock description. 
Its finding of non-justification was without prejudice to the 


filing of schedules eliminating those articles from the descrip- 
tion of glue stock. 


RATES ON ORE AND CONCENTRATES 


In a report on further hearing, written by Chairman Aitchi- 
son, on No. 11396, Mason Valley Mines Company vs. Western 
Pacific, et al., opinion No. 10443, 100 I. C. C. 180-207, the Com- 
mission has modified its findings and orders set forth in the 
original report 64 I. C. C. 477. It found upon this further hearing 
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and upon the original hearing on the consolidated cases that the 
rates prescribed in the Mason Valley Mines case on ores ang 
concentrates in carloads from Paxton and Engels, Calif., to 
Wabuska, Nev., should be modified. It found that rates on ores 
and concentrates from Spring Garden, Paxton, Engels and other 
points in Plumas County, Calif., to Wabuska, for the future, 
unduly prejudicial to Wabuska and unduly preferential of 
Garfield and International, Utah. It prescribed a non-prejudicia] 
basis of rates to be established on or before October 16 upon 
not less than thirty days’ notice. 


It found divisions accruing to the Indian Valley Railroad, 
out of the joint rates on ore and concentrates from local sta. 
tions on its line to Wabuska, Nev., unjust, unreasonable, in. 
equitable and unduly prejudicial, as between the carriers, 
parties thereto, to the extent that they were not the same as 
out of the corresponding rates contemporaneously maintained 
on like traffic from the same points of origin to Utah smelters, 
It required like divisions out of the corresponding rates to 
Utah smelters and to Wabuska, and said that the carriers should 
file a statement of the divisions. The report in this case also 
embraces No. 14022, Rates and Division of Rates of the Indian 
Valley Railroad on ores and concentrates and No. 14325, Mason 
Valley Mines Company vs. Western Pacific, et al. 

Chairman Aitchison said these proceedings brought in 
issue the reasonableness of the rates on ores and concentrates 
from points in Plumas county, California, to Wabuska, the rela- 
tionship of those rates to rates on like traffic from the same 
roints of origin to Utah smelters, and the reasonableness and 
propriety of the interstate rates and divisions of such rates of the 
Indian Valley Railroad and its connections on such traffic. The 
Mason Valley Mines Company, complainant in both Nos. 11,396 
and 14,325, he said, owned the Thompson Smelter at Wabuska, 
and certain mines in western Nevada and a mine in northern 
California. The complainant in No. 11,396, filed April 14, 1920, 
he said, alleged that the then existing combinations from Plumas 
county points to Wabuska were unreasonable and unduly preju- 
dicial. It asked for reasonable rates. In the original report 
Mr. Aitchison said the Commission found the establishment of 
joint rates to be in the public interest and said the rates assailed 
were unreasonable to the extent they exceeded a scale which 
the Commission prescribed for the future. 


In July, 1922, upon petition of the complainant alleging 
that the rates prescribed were unreasonably high and did not 
remove the alleged undue preference for Utah smelting poimts, 
the Commission reopened the case for further hearing and insti- 
tuted an investigation of its own, No. 14022, into the rates and 
divisions of the Indian Valley to determine the just and reason- 
able divisions between that carrier and its connections. On 
the further hearing of the reopened case and on its own initiated 
case the Commission made the following findings: 


Upon the records now before us we find that the rates on ores 
and cencentrates in carloads, minimum weight 40,000 pounds, from 
Paxton, Spring Garden, and Engels, Calif., to Wabuska, Nev., will 
for the future be unfeasonable to the extent that they exceed those 
shown in the following scale in which values and rates are stated 
per ton of 2,000 pounds: 

$20 $30 $40 $50 $60 $70 $80 $90 $100 
val. val. val. val. val. val. val. val. val. 
To Wabuska, Nev., from— 
Paxton and Spring 


Garden, Calif...... $2.40 $2.70 $3.00 $3.30 $3.60 $3.90 $4.20 $4.50 $4.80 
Po a eee 4.40 4.70 5.00 5.30 5.60 5.90 6.20 650 6.80 

We further find that the failure of defendants and respondents 
to provide and maintain from Paxton and Spring Garden, Cailif., 
to Wabuska, Nev., rates on ores and concentrates, in carloads, 
similar in all respects as to the condition under which such rates 
are applicable to those contemporaneously maintained and applied 
by them or any of them on like traffic from Spring Garden to Gar- 
field and Internatonal, Utah, but not in excess of 60 per cent 
thereof, will for the future be unduly prejudicial to Wabuska and 
unduly preferential of Garfield and International. 

We further find that the rates on ores and concentrates, in car- 
loads, from Engels, Calif., and other local stations on the Indian 
Valley Railroad to Wabuska, Nev., will for the future be unduly 
prejudicial to Wabuska and unduly preferential of Garfield and 
International, Utah, to the extent that they may exceed the cor- 
responding rates from Paxton, Calif., to Wabuska by more than the 
amount by which the corresponding rates contemporaneously main- 
tained on like traffic from the same points of origin to Garfield and 
International exceed the corresponding rates from Paxton to Gar- 
field and International. 

We further find that the failure of defendants and respondents 
to provide and maintain from Engels, Calif., and other local sta- 
tions on the Indian Valley Railroad to Wabuska, Nev., rates on 
ores and concentrates, in carloads, similar in all respects as to the 
conditions under which such rates are applicable to those contem- 
poraneously maintained and applied by them on like traffic from the 
same origin points to Garfield and International, Utah, but subject 
to the restriction prescribed in the next preceding paragraph hereof, 
will for the future be unduly prejudicial to Wabuska and unduly 
preferential of Garfield and International. 

We further find that the divisions accruing to the Indian Valley 
Railroad out of the joint rates on ores and concentrates, in carloads, 
from Engles, Calif., and other local stations on its line to Wabuska, 
Nev., will for the future be unjust, unreasonable, inequitable, and 
unduly prejudicial as between the carriers parties thereto to the 
extent that they are greater or less in amount than those out of the 
corresponding rates contemporaneously maintained on like traffic 
from the same points of origin to Garfield and International, or 
either of them. 

In fixing the rates from Engles at $2 over those from Paxton we 
do not disapprove higher divisions out of rates applicable to the 
higher values of ore than out of the lower-value rates, nor do we 
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determine that the amount named should represent the maximum 
division to the Indian Valley Railroad. The carriers should file 
with us a statement of the divisions accruing to the Indian Valley 
Railroad out of the rates to the affected destinations on or before 
the effective date of the orders which will be entered in connection 
with this report. 


COMMUTATION INCREASE APPROVED 


In a mimeographed report on I. and S. No. 1933, Commuta- 
tion Fares on the New York, New Haven & Hartford, between 
points in Connecticut and New York, the Commission has found 
the proposed increases justified, vacated its order of suspension 
and discontinued the proceeding. The Commission said the pro- 
posed interstate commutation fares between points in Connecti- 
cut and New York, under consideration in this case, and those 
proposed for application, intrastate, in New York, would place 
them upon the same basis as applied over the New Haven sys- 
tem, interstate, between Massachusetts, Rhode Island and Con- 
necticut and intrastate within those states; and also on the same 
pasis as applicable, interstate and intrastate, generally over 
other lines in New England. In disposing of the case the Com- 
mission said: 


Apparently commutation traffic was established as an incident 
to regular or standard traffic on the theory of filling vacant seats 
in coaches or trains operated for regular or standard travel and 
for the further purpose of developing territory adjacent to the 
railroad by encouraging residence in the suburbs of the large cities. 
Originally commutation was had under a contract whereby for a 
Jump sum of money transportation was furnished to an individual 
who required daily service back and forth between his places of 
residence and business for a given period. This character of con- 
tract ultimately developed into the present 60-trip coupon commu- 
tation ticket which is for the use only of the individual whose name 
appears thereon. 

Respondent asserts that at the outset commuters regularly travel- 
ing to and from their places of employment constituted but a small 
part of those using the respective railroads and therefore it was 
reasonable to assume that in establishing the original bases of fares 
little or no consideration was given to the possibility of the develop- 
ment of commutation traffic to such an extent as to become a sub- 
stantial portion of the entire passenger traffic and a burden on the 
regular or standard traffic, or that there would be other avenues 
of transportation established especially affecting short haul traffic 
which would materially reduce the volume of regular or standard 
traffic. Unquestionably the large increase in respondent’s commuta- 
tion traffic has diluted the passenger traffic revenue as a whole and 
has lessened the margin between the revenues and expenses of the 
passenger service. 


We find that respondent has justified the suspended schedules. 
An order will be entered discontinuing this proceeding. 


SLACK COAL REPARATION 


A finding of unreasonableness and an dward of reparation 
have been made in No. 16445, Colony Coal Co. vs. Oregon Short 
Line et al., mimeographed, as to a rate of $5.29 imposed on five 
carloads of slack coal shipped from Rock Springs, Wyo., to 
Cornish, Utah, and diverted while in transit to McMillan, Ida. 
The Commission said the rate was unreasonable to the extent 
it exceeded a rate of $3.75 and that the complainant paid and 
bore the charges in excess of those which would have accrued 
at a rate of $3.15 in effect over the Granger route and subse- 
quently made effective over the route of movement and was en- 
titled to reparation to the basis of $3.75 per net ton. 


GREEN SALTED HIDE REPARATION 


An award of reparation has been made in No. 16262, W. H. 
McElwain Company vs. Savannah & Atlanta et al., mimeo- 
graphed, on a finding of unreasonableness as to a rate of 88 
cents on green salted hides, shipped in March, 1922, from Sa- 
vannah, Ga., to Manchester, N. H. The Commission found it un- 
reasonable to the extent it exceeded 60 cents on a minimum of 
36,000 pounds. 


GRAPEFRUIT REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16196, A. Levy & J. Zentner Company vs. 
Atchison, Topeka & Santa Fe, as to commodity rates on grape- 
fruit, from Phoenix, Ariz., to San Francisco in 1921 and 1922. 
The rates imposed were $1.37 prior to and $1.235 after January 
1, 1922. On April 12, 1922, the rate was made $1.02 and on July 
1, 1922, 92 cents. The Commission found the rates unreasonable 
to the extent they exceeded $1.02. The report covers a sub- 
humber, Same vs. Southern Pacific et al. 


MOLASSES WAS OVERCHARGED 


A finding of overcharge and an award of reparation have 
been made in No. 16059, Scott County Farm Bureau vs. Alabama 
& Vicksburg et al., mimeographed, as to the charges on a car- 
load of molasses, in crated cans, shipped from Morton, Miss., 
in March, 1923, consigned to New Orleans, and thence recon- 
signed to Blytheville, Ark. A combination of 80 cents was col- 
lected. The carriers, the report said, admitted the combination 
was inapplicable to the extent it exceeded 60 cents. The Com- 
mission, however, found the combination illegal to the extent it 
exceeded 36.5 cents, on a minimum of 30,000 pounds. It said 
there was nothing in the tariff naming a joint commodity rate 
of 36.5 cents which would have precluded the complainant from 
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routing the shipment through New Orleans had it been billed 
direct from Morton to Blytheville. It said that if it was the 
defendants’ purpose to restrict the application of the joint rate 
to any particular route and the reconsigning privileges author- 
ized in connection therewith to any particular point they should 
have done so by clear and unequivocal language. 

The distance over the route of movement was 972 miles. 
The distance over the direct route was 315 miles, as shown by 
the carriers. They contended that the theory of reconsigning 
was that the first billed destination should be in the general 
direction of the reconsigned destination and on routes over 
which the traffic was ordinarily and customarily handled from 
the original shipping point to final destination. Their position 
was that the reconsignment tariff was not applicable on com- 
plainant’s shipment because of the prohibition therein against 
reverse or back hauls. The Commission said, however, the move- 
ment beyond New Orleans was not a reverse or back haul either 
within the generally accepted meaning of those terms or the 
illustrations of their usage set forth in the reconsigning tariff. 


RATES ON CEMENT 


In a report on No. 14801, Missouri Portland Cement Com- 
pany vs. A. T. & S. F. et al., and No. 14911, Lehigh Portland 
Cement Company vs. Same (mimeographed), the Commission has 
refused the prayer of the complainants to break up the grouping 
of the cement mills in the Kansas gas belt. It has dismissed 
the complaints with an injunction to the railroads to reduce 
the rate from Sugar Creek to 41st street in Kansas City from 
11 cents to 8.5 cents, and revise the rates from the gas belt mills 
so as to confine the group basis to interstate destinations beyond 
80 miles from Chanute, without an order from it. 


WATERTOWN CLASS RATES 


A revision of class rates, to be made not later than October 
10, has been ordered in No. 14018, Watertown Chamber of Com- 
merce vs. Ahnapee & Western et al. (mimeographed), based 
on findings of unreasonableness, undue prejudice and undue 
preference. The report, written by Commissioner Campbell, 
found class rates from Duluth and related points taking the 
same rates, to Watertown, S. D., unreasonable and unduly pref- 
erential of Sioux Falls and Aberdeen, S. D. Class rates from 
the Twin Cities, Chicago and related points taking the same 
rates to Watertown were found not unreasonable, but unduly 
preferential of Sioux Falls. A third finding was that class rates 
from points east of the Indiana-Illinois state line and north of 
the Ohio and Potomac rivers to Watertown were unreasonable 
and unduly preferential of Sioux Falls. : 

Bases of rates, in the form of scales, either as reasonable 
in themselves or as agents for the removal of undue prejudice 
were prescribed in connection with the three findings and Octo- 
ber 10 set as the day for beginning their use. In ¢onnection 
with the third finding, as to class rates from points east of the 
Indiana-Illinois line, the Commission said what it had prescribed 
would not remove all the undue prejudice. It gave the carriers 
90 days in which to devise methods for the removal of the re- 
maining prejudice. 

The complaint, filed July 11, 1922, Mr. Campbell said, at- 
tacked all class and commodity rates, except those on grain 
and grain products, brick, coal, live steck and cement, from 
Duluth, Twin Cities, Chicago and points taking the same rates, 
and all points east of the Mississippi and north of the Ohio and 
Potomac rivers, as unreasonable and unduly prejudicial to Water- 
town and unduly preferential of Sioux Falls and Aberdeen, S. D., 
Sioux City, Ia., and Pipestone, Mankato, Minneapolis and St. 
Paul, Minn. 

As to the reaction among the neighbors caused by the filing 
of the complaint by Watertown, Commissioner Campbell said the 
Chicago Association of Commerce intervened, but made no ap- 
pearance at the hearing. The Traffic Bureau of the Sioux City 
Chamber of Commerce intervened, but offered no tetsimony. 
The St. Paul Association of Public and Business Affairs and the 
Minneapolis Traffic Association intervened for the purpose of 
preserving the existing spread between the Twin Cities on the 
one hand and Chicago and eastern points on the other. The 
Traffic Bureau of the Sioux Falls Chamber of Commerce inter- 
vened in opposition to any reduction in rates from the Twin 
Cities to Watertown. The Commerce Association of Aberdeen 
and the Board of Railroad Commissioners of the state of South 
Dakota interevned on behalf of complainant. The Minnesota 
Railroad and Warehouse Commission also intervened, but offered 
no testimony. 

Commissioner Campbell said the principal cause of com- 
plaint was the advantage in rates enjoyed by Sioux Falls. The 
complainant, he said, pointed to the growth of Sioux Falls, from 
14,094 in 1910 to 25,202 in 1920, as compared with the growth 
of Watertown from 7,010 to 9,400 in the same period. He sum- 
marized the testimony of the manager of a distributing ware- 
house company and the vice-president of a wholesale grocery 
company at Watertown to show that Sioux Falls was getting 
business which they thought should go to Watertown, the last 
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mentioned being quoted as saying that its only competition in 
South Dakota was with jobbers at Sioux Falls. That testimony, 
he said, was typical. He discussed the rates from Duluth, from 
Twin Cities, from Chicago, from points east of Chicago and the 
commodity rates to Watertown, announcing the finding of the 
Commission in respect of each. As to commodity rates to Water- 
town, the Commission said: 


A large number of carload commodity rates are published from 
points of origin embraced in this complaint to Sioux Falls, but com- 
paratively few to Watertown. Where such commodity rates are 
published to Watertown they compare favorably with rates in effect 
to Sioux Falls. The same general conditions affect the commodity 
rates to Watertown as affect the class rates. Commodity rates, how- 
ever, are made with greater regard for the actual volume of move- 
ment, and relative commodity rate adjustments can not be satis- 
factorily reviewed in the absence of evidence bearing upon the 
relative volume of movement of the various commodities. The record 
is devoid of evidence of that kind, nor does it contain any substantial 
evidence of actual or potential competition between traffic moving 
under such commodity rates to Sioux Falls, on the one hand, and 
under the assailed rates to Watertown on the other. We can not, 
therefore, fix specific commodity rates at this time. We take this 
occasion to observe, however, that wherever actual or potential 
movement of a substantial character to Watertown exists, the ratio 
of the rate thereon to the corresponding commodity rate to Sioux 
Falls should not exceed the ratio of the corresponding class rates to 
Watertown and Sioux Falls for the class in which the commodity is 
rated in the governing classification. 


After saying there was no substantial evidence of actual or 
potential competition between jobbers located at Watertown and 
Sioux City, the Commission said: 


We find that the class rates from Duluth, Minn., and related 
points taking the same rates to Watertown, S. Dak., are and for 
the future will be unreasonable to the extent that they exceed, or may 
exceed, the following, in cents per 100 pounds: 


a eee 1 2 3 4 5 A B Cc D E 
eee 121 103 85 67 44 52 40 33 27 22 


We further find that the class rates from Duluth, Minn., and 
related points taking the same rates to Watertown, S. Dak., are, and 
for the future will be unduly prejudicial to Watertown, and unduly 
preferential of Sioux Falls and Aberdeen, S. Dak., to the extent that 
they exceed, or may exceed, rates reflecting the following relationship 
to the contemporaneous rates from Duluth to Sioux Falls and Aber- 
deen: From Duluth to Watertown the reasonable maximum rates 
above prescribed, and from Duluth to the preferred points, the follow- 
ing class rates, in cents per 100 pounds, which we find to be rea- 
sofable maximum rates from and to the points named: 


oO 1 2 3 4 5 A B eS D E 
To Sioux Falls 129 110 90 71 47 56 43 35 28 23 
To Aberdeen. 133 113 93 73 48 57 44 36 29 24 


As to other issues in the case, the Commission said: 


The evidence is not sufficient to sustain a finding of undue pre- 
ference of Aberdeen and Sioux City from the Twin Cities. 

We find that the class rates from St. Paul and Minneapolis, Minn., 
and related points taking the same rates to Watertown, S. Dak., are 
not unreasonable, but that they are, and for the future will be 
unduly prejudicial to Watertown and unduly preferential of Sioux 
Falls, S. Dak., to the extent that they exceed, of may exceed, the 
contemporaneous rates to Sioux Falls by more than the following 
differentials, in cents per 100 pounds: 


DOTOMTIRIE 6 iiccccvcces 7 6 5 4 3 3 2 2 


We find that the class rates from Chicago, IIll., and related points 
taking same rates to Watertown, S. Dak., are not unreasonable, 
but that they are, and for the future will be, unduly prejudicial to 
Watertown, and unduly preferential of Sioux Falls, S. Dak., to the 
extent that they exceed, or may exceed, respectively, 107 per cent of 
= ee rates from the same points of origin to Sioux 
‘alls. 

We find that the class rates to Watertown, S. Dak., from points east 
of the Indiana-Illinois State line and north of the Ohio and Potomac 
rivers are, and for the future will be, unreasonable to the extent that 
they exceed, or may exceed, rates composed of the contemporaneous 
rates, local or proportional, as the case may be, applicable from the 
same points of origin to the Mississippi River on traffic destined to 
Sioux City, Iowa, and Sioux Falls and Aberdeen, S. Dak., and of 
proportional rates to Watertown from Mississippi River crossings, 
East Burlington to East Dubuque, IIl., inclusive, not exceeding the 
following, in cants per 100 pounds: 


OD | ice deddévevseses 1 2 3 4 5 a fs ec » B&B 
3 1 


CHO 660 da 1 2 3 4 5 A B Se D E 
ee Pore 110 94 77 60 40 47 36 30 24 20 


We further find that the class rates to Watertown from points 
east of the Indiana-Illinois State line and north of the Ohio and 
Potomac rivers are unduly prejudicial to Watertown and unduly pre- 
ferential of Sioux Falls, and that establishment of the rates above 
found reasonable will not wholly remove this undue prejudice. De- 
fendants will be expected, within 90 days from the date of service of 
this report, to remove the remaining undue prejudice, failing in 
which the matter may be again brought to our attention. 


SUSPENDED TARIFFS 


At the request of the New Orleans Joint Traffic Bureau, New 
Orleans Cotton Exchange and other organizations of that city, 
and the Chamber of Commerce of Mobile, the Commission, in I. 
and S. No. 2460, has suspended supplement No. 3 to Glenn’s I. C. 
C. A-503. It proposed to reduce rates on export cotton from 
Memphis and other points in Tennessee, Mississippi and Ala- 
bama to south Atlantic ports and thereby disturb the relation- 
ship of rates on export cotton which the protestants claim was 
established in 69 I. C. C. 318, also a suspension case. In that 
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case New Orleans asserted the Commission said the difference 
between rates from Memphis to south Atlantic ports on the one 
hand and rates from Memphis to New Orleans on the other, 
should not be less than 12 cents, minus the 10 per cent reduction 
of July 1, 1922. On that basis, they asserted, a spread of 11.5 
cents was provided instead of the spread of 10 cents, they as- 
serted, the railroads had proposed. 

The supplement that has been suspended, from July 20 to 
November 17, would reduce the spread of 7 cents, an illustrative 
cut being in the rate from Memphis to Savannah, from 88 to 83.5 
cents per 100 pounds. 

New Orleans asserted that the relationship established by 
the Commission in the case cited enabled the two sets of ports 
to compete on a basis of substantial equality, but that wherever 
there was an advantage it was on the sidé of the south Atlantic 
ports and against New Orleans. 

Reductions, New Orleans asserted, were proposed in the 
suspended schedule on account of all east side lines, from Mem- 
phis, other than the Yazoo & Mississippi Valley and from other 
points, intermediate on the routes to the sea, on behalf of speci- 
fied lines, as for instance, between Memphis and Jasper, Ala., 
for the St. Louis-San Francisco; between Memphis and Tuscum- 
bia, Ala., for the Southern, and between Corinth, Miss., and Ha- 
leyville, Ala., for the Illinois Central. The obvious purpose of the 
proposal, the New Orleans protestants said, was to give the St. 
Louis-San Francisco a greater haul, via its line to Birmingham, 
than it obtained under the existing adjustment. 


Mobile’s interest, in addition to the continuance of the pres- 
ent adjustment as between New Orleans and the south Atlantic 
ports, appeared to be in the maintenance of the adjustment as 
between itself and New Orleans established in 32 I. C. C. 272-82, 
and 57 1. C. C. 534-79. It said that if the railroads were permitted 
to change the adjustment as between New Orleans and the south 
Atlantic ports, they might deem themselves free to change the 
adjustment as between New Orleans and Mobile, also established 
by the Commission. , 

New Orleans, to show the Commission the present situation 
of the two sets of ports in their competition in the world mar- 
ket, and to uphold its contention that wherever there was an 
advantage it was in favor of the south Atlantic ports, said the 
combined ocean and rail rate from Memphis to Liverpool via New 
Orleans was $1.47875, while from Memphis to Liverpool via south 
Atlantic ports it was $1.47, or nearly one cent less. The rail 
factor proposed in the suspended schedule, New Orleans asserted, 
would make the total cost, rail and ocean, from Memphis to Liv- 
erpool via Savannah. $1.425 or 5.375 cents lower than via New 
Orleans. A tenth of a cent on cotton is generally regarded as 
conclusively and irrevocably determinative of the point from 
which the buyer will take his supply. 


In I. and S. No. 2461, the Commission has suspended from 
July 26 until November 23 schedules as published in supplement 
No. 2 to St. Louis-San Francisco I. C. C. No. 8506. The sus- 
pended schedules propose to cancel switching charges at Tulsa, 
Okla., applicable from and to the plant of the Wertzberger Der- 
rick Company, which would result in higher charges being 
assessed on shipments from and to that firm in some instances. 


In I. and S. No. 2462, the Commission has suspended from 
July 24 until November 21, schedules as published in Wabash 
Railway I. C. C. No. 5893. The suspended schedules propose to 
establish proportional rates on grain and grain products, car- 
loads, from Des Moines, Iowa (applicable on traffic originating 
beyond), to stations on the St. Louis-San Francisco Railway in 
Arkansas and Oklahoma and to Memphis, Tenn. The following 
applicable on corn, carloads, is illustrative: 


To Hope, Ark., from Des Moines, Ia., present 3914, proposed 32%; 
from Hastie, Ia. (more distant point), present 46, proposed 39. 


BETTER NEW YORK FACILITIES 
The Traffic World New York Bureau 


Railroad improvements on an extensive scale now under 
way in the New York district, will, according to E. J. Cleave, 
district manager of the American Railway Association, do 
much toward eliminating delays in the handling of the steadily 
increasing volume of perishable shipments into this territory. 
Shipments of California grapes this fall are expected to run 
20 per cent ahead of last year. Shipments of grain and coal also 
show an upward trend. 


The improvements now under way consist mainly of addi- 
tions to yard and terminal facilities, new float bridges and track 
improvements. Work on the Greenville bridge of the Pennsyl- 
vania is progressing rapidly, while the Lackawanna has made 
considerable yard improvements at Hoboken. The Erie has 
under way large improvements at its Monmouth street yard, 
Jersey City. This improvement consists of nine tracks with 
three display platforms to hold approximately 170 cars, 
and will be an important adjunct to their Pavonia yards. The 
Lehigh Valley Railroad at Grand street, Jersey City, though 
a new arrangement of trackage, will also be in a position to 
handle more juice grapes than it did last year. 
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Tentative Reports 





MACARONI RATE CASES 


Rates on macaroni products on the basis of 75 per cent of 
the fifth class rates from Omaha to the southwest have been 
recommended by Examiner Harris Fleming in No. 15590, Skinner 
Manufacturing Co. vs. Atlanta & West Point et al., No. 15737, 
Fortune Products Co. et al. vs. Atchison, Topeka & Santa Fe 
et al.; and No. 16211, Mapl-Flake Mills, Inc., vs. Atchison, 
Topeka & Santa Fe et al. He said the Commission should find 
the rates on macaroni products, in carloads, from Omaha, Chi- 
cago, Libertyville and Joliet, Ill. Milwaukee, Cleveland and 
Battle Creek, to various destinations in Official, Western and 
Southern Classification territories, not unduly prejudicial and 
not unreasonable, except that for the future, such of the rates 
as applied from Omaha to destinations in the southwest, ex- 
ceeded 75 per cent of the contemporaneous fifth class rates. 
That finding extends also to the rate components from the Mis- 
sissippi river basing points used in constructing rates from 
origin to points other than Omaha, the minimum to be 30,000 
pounds. 

Attorney-Examiner Arthur R. Mackley, in No. 15866, Skin- 
ner Manufacturing Company vs. Arizona Eastern et al., another 
Macaroni products case revolving around commodity rates, said 
the Commission should dismiss the complaint on a finding that 
the commodity rates on macaroni products from Omaha, to 
destinations in Arizona, Montana, Utah, California, Oregon and 
Washington were not, as alleged, unreasonable, to the extent 
they exceeded the contemporaneous rates on uncooked cereals, 
as listed in the applicable tariffs, including oatmeal and cream 
of wheat, or to the extent they exceeded some appropriate 
percentage in excess of the contemporaneous rates on flour. The 
nature of the complaint and the prayer is indicated by the words 


employetd by Mackley in stating the recommendation made 
by ‘him. 


KANSAS GAS BELT CEMENT RATES 


In a report on No. 15117, Iola Cement Mills Traffic Associa- 
tion et al. vs. Atchison, Topeka & Santa Fe et al., and No. 15138, 
Atlas Portland Cement Co. of Kansas vs. Same, Examiner John 
T. Money advised the Commission to find rates on cement from 
the Kansas Gas Belt to points in the Kansas City, Mo.-Kan., 
switching district, except points on the Kansas City Railway be- 
tween Dodson and Westport, Mo., not unreasonable but unduly 
prejudicial to manufacturers of cement in the Kansas Gas Belt 
and unduly preferential of manufacturers at Cement City (Sugar 
Creek, Mo.), Bonner Springs and Sunflower, Kan., to Kansas 
City, Mo.Kan. He said the Commission should find rates on 
cement from the gas belt to points on the Kansas City Railways 
between Dodson and Westport unreasonable. 

The finding in more detail, is that the circumstances and 
conditions surrounding the transportation of cement from the 
points in the Kansas-Gas Belt, from Bonner Springs and Sun- 
flower and from Cement City to the combined Kansas City 
switching district are substantially similar, and that rates on 
cement from the gas belt, including Independence, to points in 
the combined switching district, as defined in the tariffs of the 
delivering lines, except points on the Kansas City Railways be- 
tween Dodson and Westport, are unduly prejudicial to the gas 
belt points and shippers therefrom and unduly preferential to 
Bonner Springs, Sunflower, Cement City and shippers therefrom. 
The examiner said the Commission should further find that the 
establishment of rates on cement from Bonner Springs, Sun- 
flower and Cement City to all points within the combined switch- 
ing district should be on the basis of 6.5 cents and the contem- 
poraneous maintenance of rates of 11 cents from the Gas Belt 
would remove the undue prejudice. The Commission should 
further find, he said, that the rates to points on the Kansas City 
Railways between Dodson and Westport from the Kansas Gas 
Belt were unreasonable, and should not exceed 11 cents from 
the Kansas Gas Belt. 

These findings, Examiner Money said, should be without 
prejudice to any finding which might be made in No. 14801, Mis- 
souri Portland Cement Company vs. Atchison, Topeka & Santa 
Fe et al., and related cases now pending in which the groupings 
of the Kansas Gas Belt mills was under attack. He said the 
order dated October 9, 1923, in cement from Bonner Springs, 83 
I. C. C. 176, should be vacated. 


RAILROAD MUST PAY 


In a report on No. 16604, Armstrong Cork Company vs. 
Western Maryland et al., Examiner J. F. Eshelman said the 
Commission should find unlawful the refusal of the Western 
Maryland to handle, at its own expense, in accordance with its 
tariff, import shipments of cork waste, in bales, from the side of 





es 





the Commission 


a ship dock at its Baltimore (Port Covington piers to cars on 
such cars, for transportation to Beaver Falls, Pa. He said the 
defendants should be ordered to reimburse the complainant 
for the handling charges paid by it, under protest, to a stevedor- 
ing company after presentation of a bill by the complainant to 
the Western Maryland and the refusal of the latter to honor it. 
The cork waste, a full cargo, in machine pressed bales, weigh- 
ing 2,093,700 pounds was imported from Lisbon, Spain, in April, 
1922. The complainant paid $109.82 as handling charges from 
the ship to the cars. At the time of the docking of the ship, 
the complainant gave shipping instructions to the Western 
Maryland to forward the entire consignment over its line 
and the Pittsburgh & Lake Erie to its factory at Beaver Falls, 
Pa. The shipments moved on the applicable fifth class rate of 
35 cents. Under the agreement of the ship owners the cargo 
was to be delivered alongside ship. The Baltimore agents, the 
examiner said, of the ship owners also operated in connection 
with their business a stevedoring unit known as the Monu- 
mental Stevedore Company. The Western Maryland engaged 
the stevedoring company to load the freight into the cars. That 
company, the examiner said, asked 36 cents per ton for load- 
ing and handling into the cars. The Western Maryland refused 
to pay more than 26 cents, and placed the matter before a 
representative of the complainant for action. To avoid the 
accrual of demurrage on the ship, the examiner said, the com- 
plainant’s representative at Baltimore agreed to see that the 
Monumental Stevedore Company was paid by someone the 
additional amount demanded. 

Examiner Eshelman quoted rule 10 of Western Maryland 
I. C. C. No. 7120 which was an exception to rule 27 of the Offi- 
cial Classification. The rule says “freight in carloads, other 
than bulk freight, carried at carload rates, received or delivered 
at stations in Baltimore specified below, through carriers ware- 
house or sheds or over platforms, will be loaded into and un- 
loaded from cars by carriers.” Port Covington piers, he said, 
was one of the stations specified in connection with that 
exception. 

The Western Maryland construed its tariffs in such a way 
that, Examiner Eshelman said, would require the reading into 
the provision relating to handling of freight by lighter or float 
within the lighterage limits, the words relating to “handling” 
from ship to cars as applicable only when lighterage or floating 
was required. Eshelman said the rule itself contained no such 
restriction. He said that the heading was not restricted, as 
shown by language found elsewhere in the tariff. * 

Eshelman said the record contained evidence going to the 
reasonableness of the rule as the Western Maryland interpreted 
it, but he said that that issue was not presented on the plead- - 
ings. He said upon a consideration of the record and of the 
tariff provisions involved, the Commission should find that the 
plain and unmistakable language of paragraph 4 of Item 3 was 
not restricted by the heading to traffic requiring lighterage or 
floatage, and that it was applicable to complainant’s shipment. 


GRAPE REFRIGERATION CHARGES 


Examiner F, L, Sharp has recommended the dismissal of 
No. 15116, E. H. Kingman Company et al. vs. Central Vermont, 
on a finding that the stated refrigeration charges of $50 per car 
assessed on 14 carloads of grapes at White River Junction, Vt., 
in the fall of 1922, were not unreasonable. 

Due to the amount of ice remaining in the cars from previ- 
ous icings, the examiner said, it was possible to put but from $2 
to $4 worth of ice, and in one instance no ice in the cars, at 
White River Junction, the point within the United States at 
which ice was added or would have been added if required on 
cars coming from points in Canada to Boston. It was because 
of this fact that complainant alleged that the $50 charge was 
unreasonable. He said they had offered no evidence whatever 
to show that the charge of $50 for the refrigeration service from 
the point of entry into the United States to destination was not 
a reasonable charge nor that the total charges collected for 
refrigeration were not reasonable for the service from points of 
origin to destination. 


LIQUEFIED PETROLEUM GAS RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner R. L. Shanafelt in No. 
14713, Tidal-Western Oil Corporation et al. vs. Missouri, Kansas 
& Texas et al., as to the rate of 53.5 cents and the charges there- 
under on 31 tanks of liquefied petroleum gas shipped from Burk- 
burnett, Tex., to West Tulsa, Okla., in May and June, 1921. The 
complaint alleged the rate was unreasonable to the extent it ex- 
ceeded 30.5 cents. That rate of 30.5 cents, the examiner said, 
was one which had been found reasonable in Western Petroleum 
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Refiners’ Association vs. Director-General, 66 I. C. C. 426, for 
application on refined oil on and after August 26, 1920, from the 
Burkburnett group in Texas to points in Oklahoma group 3, 
which included West Tulsa. Shanafelt said the Commission 
should find the rate unreasonable to the extent it exceeded 30.5 
cents and award reparation to that basis. 


GREEN SALTED HIDE RATE 


Examiner F. L. Sharp has recommended the dismissal of 
No. 16333, Barr & Dougherty vs. Georgia Northern et al., on a 
finding that a rate of $1.185 charged on four carloads of green 
salted hides from Moultrie, Ga., to Elsmere Junction, Del., in 
September, 1921, was not unreasonable. 


GLASS LAMP GLOBE RATES 


A finding of unreasonableness, an order of reparation and 
an order prescribing rates for the fututre, have been recom- 
mended by Examiner Leo J. Flynn in No. 16242, Boyle-Dayton 
Company vs. Atchison, Topeka & Santa Fe et al., as to rates and 
charges on glass lamp globes, lettered, in boxes, in less than 
carloads, from. Cincinnati and Brighton, O., to Los Angeles. 
The complaint alleged the rates charged were not applicable 
and were unreasonable. Charges were collected at the double 
first class rate of $10.50, in accordance with the rating provided 
for glass globe signs in the Western Classification. Complainant 
asked reparation to the basis of the commodity rate of $3.45 
applicable on glass lamp globes. The complainant said the prices 
of unlettered and lettered lamp globes was the same. The exam- 
iner said the double first class rate should be found unreasonable 
in the past and for the future, to the extent it exceeded $3.45 
and that reparation should be awarded to that basis and an 
order issued requiring its establishment for the future. 


COAL AND COKE RATES 


Examiner E. L, Gaddess has recommended the dismissal of 
No. 16354, Harry E. Macia vs. Atchison, Topeka & Santa Fe et 
al., on a finding that rates on coal and coke, in carloads, from 
stations in Colorado and New Mexico Groups, 1, 2, 3 and 4, and 
from Albuquerque, San Antonio and Gallup, N. Mex., to Tomb- 
stone, Ariz., are not unreasonable. The allegation was that 
they were unjust and unreasonable. The Arizona Corporation 
Commission intervened in support of the complaint. Gaddess 
said the record showed that the volume of traffic moving to 
Tombstone, which is located on a branch line of what was for- 
merly the El Paso & Southwestern, was light, approximating 30 
cars per year of which the complainant handled 16 or 18. 


CEDAR POST RATE 
Examiner H. G. Cummings, in No. 16708, Macgillis & Gibbs 
Company vs. Lake Erie & Western et al., said the Commission 
should find the rate charged on a carload of cedar posts from 
Starks Spur, Minn., to Deer Creek, IIl., in March, 1923, was 


_ inapplicable; that the applicable rate was 37.5 cents and that 


the carriers should make refund to that basis. The question 
was only one of tariff interpretation, the examiner said. 


ROUGH GRANITE REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner F. L. Clark, in No. 16347, 
J. P. Bourgoin & Co. vs. Chicago, Burlington & Quincy et al., as 
to- rates imposed on 23 carloads of rough granite from Middle- 
brook, DeSoto and Iron Mountain, Mo., to Elmwood, Ill. He said 
the Commission should find the rates were unreasonable to the 


extent they exceeded 24 cents prior to July 1, 1922, and 21% 
cents thereafter. 


TIN PLATE SCRAP RATE 


A finding of unreasonableness, an award of reparation, and 
an order for the future have been recommended by Examiner 
Frederick M. Dolan, in No. 15861, Metal & Thermit Corporation 
vs. Central Railroad of New Jersey et al., as to the rate on tin 
plate scrap, carloads, from Baltimore stations to Carteret, N. J. 
The complaint alleged that the rate charged between April 16, 
1922, and April 22, 1924, the date of the filing of the complaint, 
was unreasonable. An award of reparation and the prescription 
of the reasonable rates were requested. Dolan said the Commis- 
sion should find the rate of $3.15 per net ton was unreasonable 
to the extent it exceeded $2.75 prior to July 1, 1922, and for the 
future it would be unreasonable to the extent it exceeded $2.475 


and recommended reparation to the basis of the last mentioned 
rate. 


REPARATION ON MINE TIMBERS 


Attorney-Examiner William B. Hunter, in a report on No. 
16252, Bell & Toller Mining Co. vs. Illinois Central et al., and 
eight sub-numbers thereunder, said the Commission should award 
reparation on shipments of mine timbers from points in Missouri 
to destinations in Illinois, under the findings in Palmer vs. Mis- 
souri Pacific, 87 I. C. C. 622, to complainants who were not par- 
ties to that proceeding. He said the Commission should find that 
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a shipper might claim reparation within the statutory periog 
under a finding of unreasonableness in the past, made in a pro. 
ceeding to which he was not a party, and that his claim was not 
subject to a new defense before the Commission on the issue of 
unreasonableness so long as that finding remained in effect. The 
sub-numbers covered by the report were Bell & Toller Mining 
Co. vs. Mo. Pac.; Chicago, Wilmington & Franklin Coal Co. ys. 
Chicago & Eastern Illinois et al.; Same vs. Chicago, Burlington 
& Quincy et al.; Same vs. Illinois Central et al.; Same vs. Same; 
Same vs. Chicago & Eastern Illinois et al; New Staunton Coa] 
Company vs. Big Four et al., and Royal Colliery Company ys, 
Chicago & Alton, and its receivers. 

In support of the recommendation as to the efficacy of a 
prior finding of unreasonableness, the examiner said the Supreme 
Court of the United States had decided that a finding of unrea- 
sonableness in the past inured to the benefit of every person 
who had been obliged to pay the unreasonable rate and who 
initiated this claim within the statutory period. That being so, 
he said, defendants could not, of course, retry that issue against 
the person to whom the finding inured. 


RATES ON FURNITURE 

An award of reparation has been recommended by Attorney- 
Examiner William B. Hunter in a proposed report on No. 16288, 
Baker & Company vs. Chicago, Milwaukee & St. Paul et al., on 
a finding that a rate of $3.58 collected on three carloads of 
dining room furniture from Allegan, Mich., to Los Angeles, 
Calif., in September, 1922, and January, 1923, was unreasonable 
to the extent that it exceeded the applicable rate of $2.63, mini- 
mum carload 16,000 pounds, under the released value. The 
shipper alleged he had instructed the agent of the Pere Mar- 
quette to enter on -the bill of lading the released value of not 
to exceed $18 each, so as to make the applicable rate of $2.63. 
The agent admitted, according to the report, that the shipper’s 
instructions were to bill the shipments so the released rate would 
apply, but that he did not know then that it was necessary to 
enter the released value of not to exceed $18 each on the bill 
of lading. The examiner said it had been held in several cases 
that when the carrier knew that the shipper wished to ship at 
the released rate it had the duty to make the necessary entry 
in the bill of lading and that if it did not do so any higher rate 
collected was unreasonable on the shipment. 


CHARGES ON JELLY, ETC. 


Dismissal of the complaint in No. 16590, C. W. Zaring & 
Company vs. Clyde Steamship Company et al., has been recom- 
mended by Examiner H. G. Cummings on a proposed finding 
that charges assessed on one carload of corn syrup jelly and of 
jelly and preserves in glass containers, from St. Louis, Mo., to 
Miami, Fla., were not unreasonable or otherwise unlawful. A 
combination rate of $1.48 was charged, composed of a com- 
modity rate of-81 cents to Jacksonville, Fla., and the fifth class 
rate of 62 cents beyond. The 62-cent factor was alleged to be 
unreasonable, unjustly discriminatory and unduly prejudicial to 
the extent that it exceeded 28 cents. The shipment moved Sep- 
tember 19, 1924. The report said the rate of 28 cents from 
Jacksonville to Miami, on the basis of which complainant sought 
reparation, was maintained by the Clyde Line on various kinds 
of canned goods in tin cans, including fruits. Effective Feb- 
ruary 16, 1925, the 28-cent rate was made applicable on the 
commodities considered in the instant case, whether shipped in 
metal or glass containers. The examiner sustained a conten- 
tion of the Clyde Line that fhe evidence presented: by com- 
plainant did not establish that the rate assailed was unreason- 
able or otherwise unlawful. In addition, he said, it should be 
noted that the Commission had repeatedly found that it was 
the measure of the rate assessed for the through service which 
must be considered, and that there was no evidence that the 
through charges from St. Louis to Miami were unreasonable or 
otherwise in violation of the act. 


TANK STEEL OVERCHARGE 

Examiner C. W. Griffin, in a report on No. 15908, Prairie Oil 
& Gas Co. vs. Midland Valley, Director-General, et al., said the 
Commission should find that a carload of tank steel shipped from 
Petroleum, Okla., to Gorman, Texas, in May, 1919, thence recon- 
signed to Ranger, Texas, was overcharged to the extent the 
charges exceeded those which would have accrued at the through 
rate of 62.5 cents. The question was as to whether the car had 
been placed for unloading at Gorman, Texas.. The examiner 
said that in the absence of a copy of the record showing that 
the car was actually placed for unloading at Gorman, the weight 
of the evidence was that it had not been so placed and award 
reparation. The combination to and from Gorman was collected. 


CHARGES ON POLO PONIES 
Use of polo ponies in polo tournaments does not constitute 
“exhibition at expositions or fairs held under public auspices,” 
according to a proposed report made by Attorney-Examiner Wil- 
liam B. Hunter, recommending dismissal of the complaint in No. 
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15883, J. A. Vickers vs. Santa Fe. The examiner found that the 
rates demanded for the return shipments of one carload of polo 
ponies from Los Angeles, Cal., to Wichita, Kan., and one carload 
from Colorado Springs, Colo., to Wichita, were applicable. Com- 
plainant contended he was entitled to free return movements 
under rules governing the handling of exhibits for expositions 
d fairs. 

" “The view that a polo tournament is merely an exhibition 
of the ponies accords to the players a role quite below that 
played by them,” Mr. Hunter said. “A polo tournament is a 
series of hotly contested games, testing the skill of players and 
ponies, in which the former are the dominant actors. The trophy 
is awarded not to the ponies but to the players.” 


GREEN COFFEE RATES 


Examiner Harris Fleming, in No. 16258, Grand Island Cham- 
ber of Commerce, for and in behalf of the Donald Co. vs. Chi- 
cago, Burlington & Quincy et al., said the Commission should 
find the rates on green coffee, carloads, from New Orleans to 
Grand Island, Neb., not unreasonable or unduly prejudicial 
except as to the relation between the rates from New Orleans to 
Grand Island and Lincoln, Neb. He said the Commission should 
find the rate from New Orleans not unreasonable or unduly 
prejudicial except that in so far as it exceeded or may exceed, 
by more than 14.5 cents, the rate contemporaneously maintained 
to Lincoln. That adjustment, to the extent of the excess, he 
said, should be found unduly prejudicial to Grand Island and 
unduly preferential of Lincoln. He said the Commission should 
find there was no proof of damage to complainant by reason of 
the adjustment complained of and that there was no basis for an 
award of reparation. 


CRUDE FELDSPAR REPARATION 


Upon further hearing in No. 14144, Ceramic Traffic Asso- 
ciation vs. Maine Central et al., Examiner C. W. Griffin, said the 
Commission should award reparation on carload shipments of 
crude feldspar from points in Maine, New Hampshire and Con- 
necticut to Trenton, N. J. In the original report, 92 I. C. C. 675, 
the Commission found that rates charged since July 17, 1922, 
were unreasonable and unduly prejudicial. It prescribed new 
rates for the future, which were established December 20, 1924. 
At the further hearing the Trenton Flint & Spar Company in- 
troduced testimony to show. that between July 17, 1922, and 
December 20, 1924, it received shipments on which it claimed 
reparation. The examiner said that reparation should be 
awarded to that complaint. The report also covers a sub. 
number, same vs. New York, New Haven & Hartford et al. 


WHISKEY CASE DISMISSED 


An order of dismissal has been recommended by Examiner 
Leo J. Flynn, in No. 16512, A. E. Green and Maurice Selig et al., 
vs. Atchison, Topeka & Santa Fe, on a finding that rates on 
whiskey, in glass, in barrels, or boxes, carloads, and less than 
carloads, from eastern points to destinations in California are 
not unreasonable or otherwise unlawful. The complaint alleged 
that the rates applied were not applicable and were unreasonable. 
The rates were those put into effect after the coming of prohibi- 
tion. The examiner reviewed, at considerable length, the cost 
of the railroads of policing shipments of whiskey as an element 
in the quantum of the assailed rates. 





TENTATIVE VALUATION REPORTS 


In a tentative valuation report covering the properties of 
the Michigan Central and affiliated companies as of June 30, 
1918, the Commission has found final value as follows: Owned 
and used property, $130,689,250; owned but not used, $169,152; 
used but not owned, $20,014,723; total owned, $130,858,402; totaal 
used, $150,703,973. 

On date of valuation the Michigan Central had outstanding 
$71,475,243.79 in capital stock and long-term debt, of which $18,- 
736,400 represented common stock and $52,738,243.79 funded debt. 
Investment in road and equipment, including land, was stated in 
the books of the carrier, as of valuation date, as $99,422,450.02. 
With readjustments required by the Commission’s accounting 
a this would be reduced to $95,381,001.88, the report 

id. 

Cost of reproduction new of total owned property was stated 
as $117,362,135, and less depreciation, $90,102,062. Cost of re- 
production new of total used property was stated as $134,537,612 
and less depreciation, $104,600,427. 

In a tentative valuation report covering the property of the 
Central Vermont Transportation Company, as of June 30, 1919, 
the Commission has found the final value to be $310,000. 


FINAL VALUATION REPORTS 


A final value of $668,000 for rate-making purposes of the 
property of the Manistique and Lake Superior Railroad Company, 
Owned and used for common-carrier purposes, as of June 30, 1915, 
has been fixed by the Commission in Valuation Docket No. 114, 
Opinion B-54, 97 I. C. C. 382-405. The carrier had protested the 
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tentative valuation of $686,444, claiming a value of not less than 
$961,628. The tentative valuation was modified by eliminating a 
finding with respect to excess cost of acquisition of carrier lands, 
Congress having repealed that part of the act which formerly re- 
quired the Commission to report that information. The carrier 
reported that from July 1, 1915, to December 31, 1923, there was 
a net increase of $102,109.65 in original cost of the property. 

A final value of $160,000 for rate-making purposes on the 
property of the Angola Transfer Company of Louisiana, as of 
June 30, 1917, has been fixed by the Commission in Valuation 
Docket No. 154, Angola Transfer Company, opinion B-55, 97 
I. C. C. 406-417. The company contended for a valuation of not 
less than $220,000. The company reported a net decrease of 
$8,031.09 in original cost of the property from July 1, 1917, to 
December 31, 1923. 

In Valuation Docket No. 333, Cadiz Railroad Company, opin- 
ion B-61, 97 I. C. C. 506-16, the Commission has made final the 
tentative valuation of $120,500 as of June 30, 1917. No protest 
was filed against the tentative valuation. The line extends from 
Cadiz to Gracey, Ky., a distance of 10.293 miles. 





























































UNCONTESTED FINANCE CASES 


The Kansas City Terminal Railway Company has been au- 
thorized to sell $16,908,000 of first mortgage 4 per cent gold 
bonds for cash at not less than 84% and accrued interest, the 
proceeds to be used to redeem or retire outstanding notes and 
for futture capital requirements. 

The Jacksonville Terminal Company has been authorized to 
issue $400,000 of refunding and extension mortgage bonds to be 
sold at not less than 98 per cent of par and accrued interest, and 
the proceeds used for capital purposes. The Atlantic Coast Line, 
Seaboard Air Line, Southern and Florida East Coast were au- 
thorized to guarantee the bonds. 

The Ann Arbor has been authorized to issue $75,000 of im- 
provement and extension mortgage 6 per cent bonds for pledg- 
ing for short term notes. Authority was denied to issue $47,000 
of improvement and extension mortgage bonds. 

The receiver of the Minneapolis & St. Louis has. been 
authorized to abandon part of a branch line in Marshall county, 
Ia., extending from Van Clever to State Center ,a distance of 
approximately 10 miles. 


FINANCE APPLICATIONS 


The West Virginia Midland Railway Company has applied 
for authority to issue and sell 2,250 shares of stock of the par 
value of $100 a share in connection with the acquisition and 
operation of a line of railroad formerly owned and operated by 
the West Virginia Midland Railroad Company, and extension 
of the line from Webster Springs to Bergoo, W. Va. 

The Gulf & Interstate Railway Company has applied for 
authority to acquire and operate the property of the.Santa Fe 
Dock & Channel Company at Port Bolivar, Tex. The applicant 
controls the terminal company by stock ownership. 

The Murfreesboro-Nashville Southwestern Railway Company 
has applied for authority to operate the line of railroad from 
Nashville to Murfreesboro, Ark., formerly operated by the Gray- 
sonia, Nashville & Ashdown. 

The Louisiana Southern has applied for authority to abandon 
certain tracks in New Orleans in connection with improvements 
being made there. 

W. H. Bremner, as receiver of the Minneapolis & St. Louis, 
has applied for authority to issue $200,000 of receiver’s certi- 
ficates of indebtedness in renewal of an obligation of like amount 
now outstanding. 

The Central Pacific and the Southern Pacific Company, in a 
joint application, have asked approval of the issuance of $40,- 
000,000 of 5 per cent gold bonds by the Central Pacific and as- 
sumption by the Southern Pacific of obligation and liability as 
guarantor thereof. The proceeds of the bonds will be used to 
reimburse the Central’s treasury on account of expenditures for 
additions and betterments and new construction. It is proposed 
to sell the bonds to Kuhn, Loeb & Co. at 95 and accrued interest. 

The Buffalo, Rochester & Pittsburgh Railway Company has 
applied for authority to issue $1,186,000 of consolidated mort- 
gage 41% per cent bonds. 

The Chicago, Rock Island & Pacific has applied for authority 
to issue $7,500,000 of three-year 44% per cent secured gold notes, 
the proceeds of which are to be used in part payment for stock 
of the St. Louis-Southwestern bought by the applicant. Subject 
to the approval of the Commission, the notes have been sold to 
Speyer & Co. of New York City at 97% and interest. 


TAKES OVER PORT HURON TERMINAL 


The Minnesota-Atlantic Transit Company has taken over the 
operation of the Port Huron Terminal Company’s dock and ware- 
house, and is in full charge of the movement and handling of 
freight from the time it is taken from freight cars at Duluth until 
it is replaced in freight cars en route east. This property at 
Port Huron has been secured on a long term lease and improve- 
ments are being made to facilitate the handling of additional 
tonnage. 
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WESTERN RATES AND HOCH-SMITH 


The Traffic World Washington Bureau 


It is the thought among Commission men having to do with 
the arrangement of programs for the conduct of hearings in No. 
17000, the rate structure investigation, and Ex Parte 87, initiated 
on the petition of the western carriers for more revenue, that 
the hearing to be held at Chicago by Chairman Aitchison, Sep- 
tember 1, will give cues for future hearings. There is no reason 
now for believing that this general investigation will differ from 
others, because old practitioners insist that they cannot see that 
the Hoch-Smith resolution has changed the law, in its essentials, 
and that all it has done has been to hold out the insinuation to 
the farmer that rates as they are now do him an injustice in 
that they do not give his products a preference over the products 
of other classes of citizens. 

That being the general belief among the practitioners, it 
follows that they are expected to react to the petition of the 
western carriers the same as they would have reacted to an ap- 
plication of carriers for more money under the statute as it 
stood before the Hoch-Smith thing was created. 

Assuming the reaction will be the same as at other general 
investigations, the carriers will put in the data expected to make 
a prima facie showing that they are entitled to ask for more 
money. Unless the data are much simpler than any presented at 
any prior general investigation, the shippers will ask for time to 
study the exhibits, probably made by L. E. Wettling, with whom 
they have a familiar acquaintance, to the end that they may be 
able to make an intelligent cross examination and present re- 
butting data. Then the cross examination, in the natural course, 
will be held and the shippers will present their data in opposi- 
tion. Then, if the reaction is as in former cases, the carriers 
will ask time for the consideration of those data and the intelli- 
gent cross examination of witnesses for the shippers. 

Substantially that has been the course of events in the east- 
ern class rate investigation, one section of which, the presenta- 
tion of testimony by shippers, was due to end this week. That 
was the course, substantially, in the southern class rate investi- 
gation, hearings on which were begun in May, 1922, and a final 
report in which is expected within a month, although expecta- 
tions in respect of final reports, frequently, are not realized. 

There has been no case before the Commission since 1920 
initiated by the carriers on representations that they needed 
more money. The eastern and southern class rate cases are 
fourth section outgrowths. In 1920 the carriers had to take only 
pro forma initiative action because it was obvious to the public, 
including Congress, that the rates the railroads inherited from 
the government at the end of the period of government control 
could not stand the Constitutional test of being not confiscatory. 
That case was initiated almost coincident with the return of the 
railroads to their owners on March 1, 1920, and disposed of 
August 26, 1920. It may be possible for the Commission to act 
as expeditiously on this application for more money but it is 
considered that such expedition is not probable. At that time 
the country was exceedingly prosperous. Traffic was moving 
without any regard for the amount of the rate. The problem was 
regarded as simpler then than now because, according to all the 
assertions of those speaking or professing to speak for the 
farmer, he is in deep distress notwithstanding the recovery of 
prices which began a year ago. In other words, the problem now 
contains two distress factors—poor farmers and hard-up rail- 
roads—whereas, in 1920, poor railroads and prosperous shippers, 
comparatively speaking, were the factors in the case. 

In ordinary course, disposition of the case in six months 
would be considered fast work. Chairman Aitchison, however, 
has been trying to cut down the time the Commission uses in 
disposing of a case. He has succeeded in hurrying the routine 
processes. Whether he can succeed in a big case such as this 
one is not an ordinary question. 


WESTERN LIVE STOCK RATES 


The Trafic World Washington Bureau 


Southwestern lines, in a brief filed with the Commission in 
No. 15686, American National Live Stock Association et al. vs. 
Santa Fe et al.; and cases grouped therewith, contend that the 
record in the cases clearly demonstrates complainants’ allega- 
tion of discrimination to be without foundation, and that in the 
Southwestern territory, as in the remainder of the Western dis- 
trict, the lowest lawful rates on live stock would be 20 per cent 
higher than their present level. 

“If, however, the Commission should be of opinion and so 
find that the dissimilar treatment of long and short-haul rates 
since 1918 has resulted in any discrimination to any market or 
locality, such discrimination can be lawfully removed by an in- 
crease in the long-haul rates,” the carriers say. “In the event 
of such a finding by the Commission, defendants believe there 
should be substituted for the present scales and specific rates in 
southwestern territory the rates set forth in Appendices I and II 
hereof, and that thereafter the level of the scale established be 
increased 12 per cent. Such disposition on the part of the Com- 
mission would result in an increase of 12 per cent in rates below 
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140 miles and of slightly in excess of 20 per cent in rates for 
greater distances. On the whole such treatment would result ip 
an increase of approximately 20 per cent in Southwestern ter. 
ritory.” 

The Oklahoma City Live Stock Exchange and other Okla. 
homa complainants, in a brief filed by H. C. Lust, contend that 
the present adjustment takes away the advantage of location 
that Oklahoma City has to its tributary sources of supply, and 
that defendants give lower rates and better service to the com. 
petitive markets of St. Joe, Omaha, Wichita and Kansas City, 
They said the present rates for short hauls to Oklahoma City 
were excessive, relatively unreasonable and unquestionably dis. 
criminatory and that they should be reduced. 

In a brief on behalf of the Kansas City Live Stock Exchange, 
J. H. Tedrow, transportation commissioner, asks that Nos. 15686, 
16113, and 16131, be disposed of by correcting the unlawfully dis- 
criminatory and prejudicial situation resulting from the 20 per 
cent reduction, Kansas City versus St. Louis and Chicago, by ac- 
cording a corresponding reduction in the short-haul rates; or if 
a general reduction is granted, by according a further and addi- 
tional reduction in the short-haul rates so as to equalize the sit- 
uation with the long-haul rates and restore the relative situation 
to where it was prior to the 25 per cent reduction. Kansas City 
says if the situation complained of by the Oklahoma City mar. 
kets should be corrected it should be done by reductions in rates 
to Oklahoma City and not by the imposition of a general mileage 
scale for the Southwest, or by any increases to competing mar- 
kets, because the live stock industry cannot bear increased 
freight burdens at the present time. 

In a brief on behalf of Fort Worth and Oklahoma City inter- 
ests, A. H. Priest and other counsel say that it has been shown 
that the southwestern scale of live stock is out of balance and 
that regardless of what may be done with the Western district 
the rates on live stock in the southwest must be revised. They 
say it is possible to reduce the rates in the southwest very mate- 
rially and still have them blend in with the rates just north of it. 

In a brief on behalf of the El Paso Freight Bureau by F. C. 
Tockle and E. R. Tanner, it is contended that the short-haul rates 
are now paying more than their share of the transportation bur- 
den in comparison with the long-haul rates. As to the demand 
of the carriers for increased rates the El Paso bureau said it 
could not believe that the Commission would seriously consider 
putting into effect the increased rates suggested by them, ref- 
erence being made to the present economic condition of the live 
stock industry. 

The proposition that Congress, by enacting the Hoch-Smith 
resolution, imposed a duty on the Commission not otherwise 
contained in the law, has been set forth in ‘a brief filed with the 
Commission by S. H. Cowan, counsel for the complainants. 

“Were that not correct, Congress did a vain thing in passing 
it,” the brief says. 

After declaring that the Commission is required to decide the 
case in accord with the resolution, counsel says that, independent 
of that resolution, the complainants have maintained by indis- 
putable testimony that the production and finishing of cattle 
for market has been carried on at a loss for over four years and 
is in that condition at this time, with hopes merely for better 
conditions in the future, dependent on no more reliable assur- 
ance than mere prophecy, and that the rates which average about 
50 per cent more than pre-war rates are unjust and unreasonable 
because the producers and shippers cannot afford to pay them. 
Continuing, Mr. Cowan, in part, says: 


That there are other, indeed a multitude of expenses which as 
factors enter into the equation which renders the business unprofit- 
able is not denied, but the producer is not to blame for that; he is 
the unfortunate victim, and it is no defense for the carriers to pre- 
sent those facts in defense of freight rates that producers or shippers 
cannot afford to pay. It is the most material item that is constant. 
Volumes of statistical tables have been introduced to show that 
railroads get more revenue per car and per car mile on other 
carload traffic than on live stock per car and per car mile, and in 
many cases estimates of the gross ton mile revenue fallacy is pre- 
sented, taking into account empty car mileage and relative car load- 
ing. Of course, no revenue comes from rates on weight of cars. All 
of this is so much rubbish because in the first place there is no 
showing of the profits or losses on any commodity and no show- 
ing of the actual cost of service, and in the second place there can 
be no rule that requires an equivalent of profit basis of making 
rates, Again, whatever might be claimed if the evidence could be 
so construed as to show that the carriers make less on any sort 
of unit basis or estimate on live stock thah some other or all 
freight, Congress has laid down the rule above quoted (Hoch-Smith 
resolution relating to depression in agriculture), and that necessarily 
eliminates from any computation this great mass of figures and 
comparisons as being of any probative force on an issue that does 
not in fact arise, because it is no answer to complainants’ case 
to show a greater per car earning on other traffic, if true. 


Mr. Cowan argues to show that earnings from live stock 
traffic exceeded the average, quoting from testimony to support 
his contention. Continuing, he says: 


The railroads employed special economists, as they are pleased 
to call themselves, as students of agriculture and advisers to farm- 
ers and stock raisers to tell them how to conduct their business and 
make money. They have produced a world of figures and advanced 
their theories, argued out by index numbers, and supported the 
same by issues of bulletins of the Agricultural Department to show 
by mathematical calculation that the producers and feeders of cattle 
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make money, when the feeders and producers testify that they have 
Jost money. * * * 

Congress by the Hoch-Smith resolution has declared the depressed 
condition of agriculture. That fact is not open to dispute here, but is 
foreclosed by the declaration of Congress. Notwithstanding that dec- 
jaration, the carriers dispute the fact. * * * It is passing strange, 
therefore, considering the public recognition of these facts and the 
declaration of Congress that this condition existed, and its direction 
to the Commission, the agency of Congress for the people, that this 
case has been tried by the railroads with the apparent idea of prov- 
ing that these conditions are not true and that the Commission should 
disregard the Hoch-Smith resolution, and that the rates must be in- 
creased on live stock, * * * 

The term “lawful” in the resolution means that as between the 
related products of agriculture, for example, flour and wheat, fresh 
beef and cattle, rates that would unduly discriminate between the 
raw material and the finished product are not expected to be made 
on either. The idea is to produce the free movement of both, to 
the end of encouraging the commerce and to benefit producer and 
consumer by the lowest rates to that end. Section 1 declares that 
rates shall be just and reasonable and every unjust and unreasonable 
rate is unlawful. Section 15 empowers the Commission to prescribe 
the just and reasonable rate for the future where after full hearing 
it shall be of the opinion that any rate is unjust or unreasonable. 
Section 15a requires a revenue standard for the general level of all 
rates in a group, and that includes freight and passenger and state 
as well as interstate rates, since the revenue comes -from all sources. 
But as elsewhere shown in this brief, under the pronouncement in 
the Dayton-Goose Creek case, section 15a does not apply in a case 
like this. So, in determining what the word lawful means, it must 
be confined to discrimination of the sort we have mentioned, for if it 
means ‘‘reasonable’’ under section 1, what use was there for Congress 
to say the lowest possible lawful rate consistent with adequate trans- 
portation? If the word “‘lawful’’ so limits this resolution as to make 
it all mean reasonable rates, as defined in section 1, and which the 
Commission is empowered to prescribe in section 15, the resolution is 
meaningless. That is the claim of the railroads and allies in this 
case. * * * When Congress passed this resolution it intended as is 
clearly expressed therein to give a preference to products of agri- 
culture, including live stock. 


Discussing the words “adequate transportation” in the reso- 
lution, Mr. Cowan says: 


This term can mean nothing more than that these live stock 
and agriculture products rates shall not be made so low that losses 
on the average and in the aggregate to railroads as a whole in the 
district (would be such) that they would not be able to furnish rea- 
sonable service. For all the years since this Commission begun its 
function, in every live stock rate case the railroads have claimed that 
they lose money in this business, and in every case the Commission 
and the courts, wherever the matter was before the courts, have held 
to the contrary. 


The brief concluded with a declaration that rates on live 
stock as they existed just prior to the effective date of General 
Order No. 28, were sufficient and indeed higher than necessary to 
comply with the directions of Congress under the Hoch-Smith 
resolution, and that such rates would afford a reasonable profit 
in the Western district to the principal systems of railroads han- 
dling the great bulk of this business. 


A supplemental brief on behalf of the Southern Pacific Com- 
pany and as typical of the Pacific Coast lines has been filed by 
counsel who assert that, as to the Southern Pacific rates and 
those in Pacific Coast territory, the Commission should find that 
the complainants have not alleged a cause of action and that 
there is no evidence that the rates are unjust, unreasonable, dis- 
criminatory, extortionate or burdensome or otherwise injurious 
to the complainants and that the case should be dismissed. 

There is no real demand for a reduttion in live stock rates 
in the northwestern states, according to a brief filed on behalf 
of the northwestern railroads. It is further contended that 
there has been an “utter failure of proof” that the present rates 
are unreasonable or unduly prejudicial, that the reductions de- 
manded would result in annual losses to each of the principal 
transcontinental lines in the northwestern states ranging from 
$400,000 to over $3,000,000; that the earnings of the north- 
western carriers have been millions of dollars short of a fair 
return and the northwestern region is earning less than any 
region in the United States, and that a reduction in rates 
would not be to the ultimate advantage of the live stock ship- 
pers or the public. 


FARM BUREAU FIGHTS INCREASE 


The American Farm Bureau plans to oppose the proposal 
of the western railroads for an increase in freight rates and will 
mobilize the strength and resources of the bureaus in 22 states 
for that purpose. Announcement of action on the part of the 
bureau followed a conference, July 18, at Chicago, when plans 
were made that include the appointment of a regional committee 
in the territory affected by the carriers’ proposal, consisting of 
22 presidents of state farm bureaus. Besides that, it is planned 
to ures state and county committees and community com- 
mittees. 

The state affected by the proposed increased rates in which 
the bureau is planning to wage its battle are: Illinois, Wisconsin, 
Minnesota, I6wa, Nebraska, South and North Dakota, Missouri, 
Kansas, Oklahoma, Colorado, Wyoming, Idaho, Oregon, Washing- 
ton, California, New Mexico, Arizona, Texas, Arkansas and Mon- 
tana. There are, it was announced, approximately 50,000 farm 
families that are members of the farm bureau in these states. 

In his letter to state presidents, O. E. Bradfute, president 
of the American Farm Bureau, said: 
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This is a serious emergency. It demands the most immediate 
and energetic action on the part of every unit of the farm bureau 
organization. Unless such action is taken western and midwestern 
agriculture will find itself crushed with this additional freight burden. 

Seventy-three railroads of the west have joined in a petition 
to their respective state railroad commissions asking them to co- 
operate with Interstate Commerce Commission to the end of securing 
this increase. This is intolerable. 


Farmers of the west and midwest are now finding present high 
rates a real obstacle in the way of their economic recovery. To talk 
of raising rates is madness. It is likely to cause such a wave of 
popular protest as to result in legislation harmful to the railroads. 
This we hope will not happen. 


That the proposed increase in freight rates would add $180,- 
000,000 to the annual freight rate paid by the 22 states and 
that between $85,000,000 and $95,000,000 of that amount would 
be paid directly by the farmer in shipping his products to the 
market, as well as another larger portion he would pay for 
“shipped in” commodities, was the estimate of O. W. Sandberg, 
transportation director of the American Farm Bureau Federation. 
“During the first three months of this year there was shipped 
in this territory 1,007,041 carloads of agricultural produce,” said 
he. “If this proposed increase had been in effect, western and 
midwestern farmers would have paid an average of about $16 
more freight on each of the 1,007,041 cars.” 


Some of the items making up this total for the first three 
months as given by Mr. Sandberg were: Wheat, 85,780 cars; 
corn, 76,785 cars; hogs, 143,929 cars; potatoes, 34,059 cars; cattle 
and calves, 134,527 cars, and oats, 38,372 cars. 


The plan sent to the state bureaus contemplates that each 
state unit, backed up by the county and township units, will 
lodge a protest with the state utility and railroad commissions. 
Then, at the hearings to be held by the Commission, the Ameri- 
can Farm Bureau Federation, backed by the states, will present 
the case for agriculture. Actual handling of the case will be 
done by Frank Evans, secretary and general marketing counsel, 
and O. W. Sandberg, together with the aid of state farm bureau 
officers, and such experts as may be called in. Details of the 
plan call for the organization of a special emergency department 
in the national headquarters and in state headquarters, the 
emergency departments to be operated by sufficient legal, statis- 
tical, clerical and other expert help to make them most effective. 

Commenting on the action of the American Farm Bureau, 
President Bradfute said: 


Three years ago this organization in working to relieve this 
serious economic situation confronting agriculture discovered that 
high freight rates were one of the factors which were keeping agri- 
culture at the bottom of the pile. At that time we went before the 
public and to the Commission, and asked that agriculture be relieved. 

We showed to the satisfaction of the Commission that freight 
rates did have an important part in the economic condition of 
agriculture. We established the fact that farming was a basic in- 
dustry and that, unless agriculture was restored to a prosperous con- 
dition, industries and railroads alike would suffer. 

Some relief was obtained. Then the railroads came to us. They 
told us that their properties had been returned to them by the 
government in a most impaired condition; that, in order that good 
service be established it was necessary that these properties be put 
into good shape. This, they said, could not be done if rates were 
further reduced. 

We agreed to this and forbore asking for further reductions. The 
farmer was willing to bear his share of the load of reconstruction. 
The railroads did put theimgproperty in good shape and now, on the 
strength of this improved property and the outlay which was nec- 
essary to make these improvements, they dare to ask for increased 
ges as Farm Bureau will fight that proposal until the proposal 
is led. 

A méeting of farm Bureau representatives from Arizona, 
California, Colorado, Idaho, Montana, Nevada, New Mexico, Ore- 
gon, Washington, Wyoming and Utah has been called to meet 
in Colorado, July 27. Last week presidents and secretaries of 
the midwest state farm bureaus met in the office of the American 
Farm Bureau in Chicago and adopted the following resolution: 


In view of the action taken by the railroads in the western dis- 
trict in asking for an increase in freight rates on all commodities, 
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including farm products, and because of the economic condition con- 
fronting agriculture in this territory we believe it unjust and un- 
necessary for agriculture to assume this added burden to its industry. 

Therefore, be it resolved that the presidents and secretaries of 
the Midwest Group, in session July 11, 1925, most urgently request 
that the American Farm Bureau Federation put forth every effort 
to combat the action of the railroads in their effort to increase freight 
rates in the western district on agricultural products and that the in- 
dividual states of the American Farm Bureau Federation be urgently 
requested to bring to the attenton of their members the effect of the 
proposed increase in agricultural products will have on the industry 
of farming in the state affected. 

In view of the fact that the western railroads are primarily 
granger lines and depend upon agriculture for a large portion of 
their earnings, any increase in freight rates will affect agriculture 
more than any other industry. 

We urgently request that this matter be given the widest possible 
publicity, that the attention of all farm commodity organizations and 
individual membership of the bes Bureau be thoroughly advised of 
this threatened attack upon t earning capacity of the farmer and 
that through their organizations and individually they bring to the 
attention of their respective state farm bureaus the necessity of 
definite and persistent action to resist this attack. 


MAY OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and operating expenses of class I roads for May, 1925, and May, 
1924, and for the five months ended with May, 1925, and for 
the same period of 1924, for the United States as a whole, follow: 












Item United States 
1925 1924 
Average number of miles operated....... 236,665.74 236,086.70 
Revenues: 
SEE. SbcNeivovieccedecsecocdbecces auc ee $ 344,787,358 
DD «sevodbbgdaddbaceeeeeeeeess ---0 82,004,130 c 85,617,764 
hd CMAN CREAMED MEDS ORR adeemes wwe 8,038,937 8,268,609 
TEENS  ccccceccccencccccccecccces oceans 12,020,440 12,391,284 
All other transportation............+. * 16,572,817 15,871,731 
I i vce sleldeteds weeseteseseetiscs 10,276,024 10,039,245 
SORE TROT —GP,. cccciccccccisseccesscs 809,810 782,867 
EEN, . ncadkensanecdinceciceces 208,723 230,194 
Railway operating revenues........ 488,683,278 477,528,664 
Expenses: 
aintenance of way and structures... 72,473,731 73,788,172 
Maintenance of equipment............ 103,381,455 104,911,270 
DL. ¢t0neededeeb 66e0n06+0"e¢e06s0 a 8,915,353 8,494,922 
Transportation .......ses. ° ° 173,304,439 177,219,035 
Miscellaneous operations .......... xs 4,284,963 4,092,422 
SURE ceccecee Ceecescccececce Sethacerelaaka 14,506,303 14,302,589 
Transportation for investment—Cr. 1,111,039 1,322,669 
be Railway operating expenses......... ary ates epee peed 
et revenue from railway operations..... ,925, »042, 
Railway tax accruals.. wd . ne adneeccwecce. ne 27,658,532 
Uncollectible railway revenues...... 72,742 250,846 
Railway operating income.... 84,065,085 68,133,545 
Equipment rents—Dr. or 6,115,832 5,401,424 
Joint facility rent—Dr. balance.......... 2,092,019 1,802,589 
Net railway operating income...... 75,857,234 60,929,532 
Ratio of expenses to revenues (per cent).. 7 79.89 
FOR FIVE MONTHS ENDED WITH MAY, 1925 AND 1924 
1925 1924 
Average number of miles operated...... - 236,649.82 236,043.85 
Revenues: 
DIE. de cecdiiiceeeeseoeoedueeeon Madeak $1,754,208,151 $1,745,596,902 
EE. ccbidbedevudiciecessdescosedea e 406,179,334 £ 433,095,982 
BD. doceccesesaee . i 40,197,478 40,209,275 
Express . eae 57,564,294 59,050,518 
All other transportation... 79,439,979 78,149,914 
DL: ‘ciccadtheveduecveves 47,600,059 47,146,664 
Joint facility—Cr. ......... ee 4,288,757 4,491,886 
SOME TRGMIEF—D,. cccccccccccceticvccce 1,060,317 1,065,5 
Railway operating revenues........ 2,388,417,735 2,406,675,576 
Expenses: 
Maintenance of way and structures... 313,550,560 311,248,335 
Maintenance of equipment............. 526,743,113 543,065,450 
DE. dbendhc6sebidiwhetesscceeceseess! ae 40,449,936 
ORS cocescoe GUnerellee 929,652,835 
Miscellaneous operations ..........++. - 20,961,279 20,159,325 
EE - caniniied s diastase bate cewesKe0s obs 72,085,925 70,656,400 
Transportation for investment—Cr.... 4,478,258 5,193,543 
Railway operating expenses........ 1,862,933,249 1,910,038,738 
Net revenue from railway operations..... 525,484,486 496,636,83 
Railway tax accruals........... eé6eccene 139,616,428 133,051,174 
Uncollectible railway revenues........... 714,856 940,822 
Railway operating income.......... 385,153,202 362,644,842 
Equipment rents—Dr. balance............ 30,111,558 27,980,789 
Joint facility rent—Dr. balance........... 9,080,247 8,115,171 
Net railway operating income...... 345,961,397 326,548,882 
Ratio of expenses to revenues (per cent).. 78.00 79.36 


b Includes $3,017,093 sleeping and parlor car surcharge. 
c Includes $2,922,322 sleeping and parlor car surcharge. 
e Includes $14,828,061 sleeping and parlor car surcharge. 
f Includes $14,301,775 sleeping and parlor car surcharge. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended July 11 totaled 
982,809 cars, as compared with 864,452 cars the preceding week, 
and 909,983 cars and 1,019,809 cars for the corresponding periods 
of 1924 and 1923, respectively, according to the car service 
division of the American Railway Association. 

Loading by districts the week ended July 11, and for the 
same period of 1924, was reported as follows: 


Eastern district: Grain and grain products, 6,908 and 6,771; live 
stock, 2,508 and 3,426; coal, 42,668 and 39,944; coke, 2,251 and 1,598; 
forest products, 5,611 and 5,630; ore, 5,089 and 6,247; merchandise, 
L. C. L., 71,019 and 64,221; miscellaneous, 97,170 and 85,130; total, 
1925, 233,224; 1924, 212,957; 1923, 244,042. 

Allegheny district: Grain and grain products, 2,862 and 2,262; 





Vol, XXXVI, No. 4 


live stock, 2,197 and 2,621; coal, 40,119 and 40,526; coke, 4,292 and 
3,229; forest products, 2,987 and 2,980; ore, 14,075 and 11,670; mer- 
chandise, L. C. L., 51,274 and 46,993; miscellaneous, 82,006 and 74,020; 
total, 1925, 199,812; 1924, 184,301; 1923, 225,237. 

Pocahontas district: Grain and grain products, 172 and 159; 
live stock, 182 and 152; coal, 35,823 and 29,964; coke, 388 and 347; 
forest products, 1,428 and 1,231; ore, 118 and 130; merchandise, L, 
Cc. L., 7,172 and 6,550; miscellaneous, 4,942 and 3,896; total, 1925, 
50,225; 1924, 42,429; 1923, 44,142. 

Southern district: Grain and grain products, 3,322 and 3,225; 
live stock, 1,790 and 2,357; coal, 21,090 and 16,594; coke, 933 and 
716; forest products, 20,809 and 19,649; ore, 1,383 and 1,126; mer- 
chandise, L. C. L., 38,808 and 36,814; miscellaneous, 47,312 and 48,065; 
total, 1925, 135,447; 1924, 128,546; 1923, 130,566. 

Northwestern district: Grain and grain products, 7,635 and 8,400; 
live stock, 7,055 and 10,874; coal 5,993 and 4,198; coke, 1,091 and 
759; forest products, 11,815 and 11,944; ore, 41,911 and 36,948; mer- 
chandise, L. C. L., 33,292 and 30,014; miscellaneous, 39,893 and 34,629; 
total, 1925, 148,685; 1924, 137,766; 1923, 172,731. 

Central Western district: Grain and grain products, 11,539 and 
14,798; live stock, 10,584 and 11,944; coal, 10,877 and 10,684; coke, 
273 and 278; forest products, 9,954 and 8,681; ore, 3,258 and 2,927; 
merchandise, L. C. L., 36,969 and 35,390; miscellaneous, 62,430 and 
56,398; total, 1925, 145,884; 1924, 141,100; 1923, 141,513. 

Southwestern district: Grain and grain products, 5,633 and 6,292; 
live stock, 3,272 and 2,450; coal, 3,874 and 4,269; coke, 178 and 213; 
forest products, 8,282 and 7,758; ore, 378 and 375; merchandise, L. 

. La, 14,608 and 14,304; miscellaneous, 33,307 and 27,213; total, 1925, 
69,532; 1924, 62,874; 1923, 61,578. 

Total, all roads: Grain and grain products, 38,071 and 41,907; live 
stock, 27,588 and 33,824; coal, 160,444 and 146,179; coke, 9,406 and 
7,140; forest products, 60,886 and 57,873; ore, 66,212 and 59,423; mer- 
chandise, L. C. L., 253,142 and 234,286; miscellaneous, 367,060 and 
329,351; total, 1925, 982,809; 1924, 909,983; 1923, 1,019,809. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 

Five weeks in January........... 4,450,993 4,294,270 4,239,379 
Four weeks in February.......... 3,619,326 3,631,819 3,414,809 
Four weeks in March.........e.0. 3,694,916 3,661,922 3,662,552 
Pour weens ti Are... ccccscces 3,721,662 3,498,230 3,764,266 
Five weeks in May.........eeeeee 4,854,720 4,473,729 4,876,839 
Four weeks in June...........002 3,956,011 3,625,182 4,047,603 
Week ended July 4th............. 864,452 757,904 850,082 
WO: GE FU Bis snc ccevccssiens 982,809 909,983 1,019,809 

WOE Sacetntiwsccivandeebonewey 26,144,889 24,853,039 25,875,393 





CONDITION OF EQUIPMENT 


Freight cars in need of repair on July 1 totaled 198,468 or 8.5 
per cent of the number on line, according to reports filed by the 
carriers with the car service division of the American Railway 
Association. This was a decrease of 2,775 under the number 
reported on June 15, at which time there were 201,243 or 8.7 per 
cent. Freight cars in need of heavy repair on July 1 totaled 
150,530 or 6.5 per cent, an increase of 38 compared with June 15. 
Freight cars in need of light repair totaled 47,938 or 2 per cent, 
a decrease of 2,813 compared with June 15. 


The monthly report of the Commission to President Coolidge, 
as required by Senate resolution, on condition of railroad equip- 
ment, shows that out of 95,215 freight cars inspected in June, 
2,709, or 2.8 per cent, were defective. In June, last year, out of 
99,722 cars inspected, 4,207 or 4.2 per cent, were found defective. 
Out of 2,011 passenger cars inspected in June, 23 or 1.1 per cent 
were found defective. In the same month last year out of 1,612 
passenger cars inspected, 67 or 4.2 per cent, were found defective. 

In June there were 7,381 locomotives inspected, of which 
3,044 or 41 per cent, were found defective. The number ordered 
out of service was 292. In the same month last year there were 
5,810 inspected, 2,626 round defective, or 45 per cent, and 281 
were ordered out of service. 

Class I railroads on July 1 had 10,917 locomotives in need of 
repair, 17.1 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the American 
Railway Association. This was a decrease of 734 under the 
number in need of repair on June 15, at which time there were 
11,651 or 18.2 per cent. Of the total number, 5,832 or 9.1 per cent 
were in need of classified repair, a decrease, compared with June 
15 this year, of 459, while 5,085 or 8.0 per cent were in need of 
running repairs, a decrease of 275 within the same period. Serv- 
iceable locomotives in storage on July 1 totaled 6,600, a decrease 
of 56 compared with the number of such locomotives on June 15. 





LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 
of July 1, was 71.4, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
63.2; refrigerator, 81.5; coal and coke, 76.4; stock, 89.6; flat, 
78.6; and others, 95. By districts for all classes of equipment 
the percentages were as follows: Eastern, 62.4; Allegheny, 
77.3; Pocahontas, 64.1; Southern, 67.5; Western, 76.8. 

The semi-monthly bulletin of percentages of freight cars 
on lines of ownership as of July 1 showed the following: Eastern 
district, 98.8 as against 97.5 a year ago; Allegheny, 103.3 as 
against 106.3 a year ago. Pocahontas, 78.9 as against 81.8 a 
year ago. Southern, 96.5 as against 94 a year ago. Western, 
99.3 as against 98.6 a year ago. All districts, 98.6 as against 
98.5 a year ago; Canadian roads, 94.4 as against 93.5 a year ago. 
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EASTERN CLASS RATE CASE 


The Traffic World Washington Bureau 


The carriers, parties to No. 15879, the eastern class rate 
investigation, have asked the Commission to decide eight points 
contained in that case before requiring them to make their 
revenue test. They estimate that test will cost at least $1,500,- 
000. In a petition filed July 17 they asked for a determination 
of certain issues prior to the making of that test, with a view 
to keeping the cost at a minimum, 


At the same time the attorneys, headed by R. W. Barrett, 
submitted a formula for the making of that revenue test de- 
vised by a committee of railroad accounting officers headed by 
F. J. Fell, Jr., assistant comptroller of the Pennsylvania, for 
suggestions and criticism by the Commission and the shippers. 
The formula calls for the re-rating of all traffic handled on 
twelve days in 1924, including petroleum coke, except coke, coal 
and iron ore, waybilled on the specified days, from all stations 
in Trunk Line, New England and Central Freight Association 
territories, and from other territories, such as Canada. 

The days selected are: Mondays—January 7 and April 14; 
Tuesdays—July 22 and October 28; Wednesdays—February 20 
and May 14; Thursdays—August 21 and November 20; Fridays— 
March 7 and June 13; and Saturdays—September 20 and Decem- 
ber 27. 

The attorneys pointed out that the hearings thus far had 
developed differences among the carriers as to how certain situ- 
ations should be treated and among shippers, in addition to the 
big issue as to whether the present system of making rates 
should be abandoned as not lending itself to the grant of fourth 
section relief, in favor of a mileage scheme; also that there were 
issues as to how, if a mileage scheme were to be substituted, 
it should be applied. They listed eight issues as requiring de- 
cision as a condition precedent to the making of a revenue test, 
if the cost of such a test were to be held down to the minimum, 
through the prevention of useless labor. They asked that pend- 
ing the determination of the questions asked by them that they 
might not be called upon to go forward with the conduct of the 


revenue test. The questions proposed for determination are as 
follows: 


1. Does the evidence justify a conclusion that the public interest 
requires that class rates within Trunk Line territory and between 
Trunk Line, New England and Central Freight Association territories 
should be on a mileage basis? If so— 

2. (a) Will the Commission approve the proposed use of primary 
and secondary basing points and the proposal that class rates to and 
from stations which are not basing points shall be hased upon mile- 
ages to or from the more distant of the two basing points between 
which such stations are located, except that where a rate is between 
points of origin and destination on a single line, the actual distance 
will not be exceeded? (b) Should the shortest working distance to 
or from basing points be used in all cases regardless of the number 
of the carriers; or should the distance used be the shortest working 
distance between the given points, using a maximum number of 
carriers, other routes to be opened if the present working routes are 
unduly circuitous? 

3. Should arbitrary mileages be added so as to produce a common 
rate basis to or from stations in port areas at New York, Philadelphia 
and Baltimore, and, if so, what distances or method of computation 
should be used? 

4, What basis should be used in the computation of mileage be- 
tween other than terminal carriers across New York Harbor (a) under 
the _ Line proposal, and (b) under the New England lines pro- 
posal? 

5. What groupings, if any, should be made at the Niagara Frontier, 
Pittsburgh, and at other points on or adjacent to the Trunk Line 
western termini, and how should the mileages to and from these 
groups be computed? 

6. On what basis should the rates be constructed from Trunk Line 
western termini points and related points to eastern destinations? 

2 hat grouping should be provided at the Virginia Cities and 
how should the mileages to and from such grouping be computed? 

8. Should the number of classes in the Official Classification be 
increased and should the Commission, either as a part of this pro- 
ceeding, or in a subsequent proceeding, institute an investigation as 
to the reclassification of commodities into an increased number of 


classes? 
The carriers do not expect the Commission to make the pre- 
liminary decisions requested on the present record. -They sug- 


gest the taking of testimony on the issues, acceptance of briefs 
and hearing of arguments thereon. 


When the carriers had submitted their petition for the pre- 
liminary decisions, E. J. McVann called to the witness stand Ira 
A. Akins and I. K. Dye to testify in respect of the wishes of what 
was termed the West Virginia group, consisting of the southern 
end of the Monongahela valley and the Belington-Elkins group. 
While they were testifying, Birk Stathers, chairman of the West 
Virginia commission, sat with Commissioner Eastman and Ex- 
aminer Hosmer. Mr. Akins devoted himself to the West Vir- 
ginia group and Mr. Dye to the other. Mr. Akins asked for the 
Pittsburgh basis westbound. It has the Pittsburgh basis east- 
bound. The witness said that the iron and steel industry could 
not develop in that territory so long as it continued to pay rates 
on iron ore higher than Pittsburgh. Mr. Eastman reminded the 
witness that ore did not move on class rates. But Mr. Akins 
said the principle of the Pittsburgh basis both east and west 
was what the group was interested in having established. 

Mr. Dye, a former railroad man, said the Belington-Elkins 
group should be put on the basis of Trunk Line No. 1 scale. He 
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said it could not grow under the No. 2 scale proposed. In fact, 
he added, the business there now would dry up and blow away 
whereas under No. 1 scale, it would grow and afford more ton. 
nage for the railroads. 

The witnesses approved the recommendations of Examiner 
Hosmer made in his report on No. 15680, Monongahela Valley 
Association vs. Akron, Canton & Youngstown et al., as tem. 
porary relief pending the disposition of the eastern class rate 
case. In that case Hosmer recommended the Pittsburgh rates as 
minima westbound for the West Virginia group; and zone B, 
C. F. A. rates applied on average short-line distances between 
Weston, Belington, Elkins, Buckhannon and Phillippi, on the one 
hand, and base points in 100 per cent territory on the other, ang 


a rule for making rates to points beyond 100 per cent territory 
for each group. 


Former Commissioner Potter’s recommendations as to meth- 
ods for obtaining additional revenues for the western lines hag 
drawn attention to the fact that F. W. Burton, traffic manager 
for the Rochester Chamber of Commerce, while objecting, June 
30, to the proposals of the eastern carriers designed to give 
the New England roads the whole benefit of the Anderson scale, 
made suggestions similar to those put forth by Mr. Potter, for 
the benefit of the New England lines. Mr. Burton pointed out 
the large increases that would be caused in rates between New 
England points and Rochester and between Rochester and Cen- 
tral Freight Association territory, some of which were set forth 
in the abstract of Mr. Burton’s testimony (Traffic World, July 
4, p. 18). 

The New England roads, Mr. Burton said, were insisting on 
the elimination of the “hold-downs,” that is, the recognition of 
certain rates as maxima, which prevented their obtaining the 
full benefit of the Anderson scale. Instead of what the New 
England roads suggested, Fayette B. Dow, attorney for Roch- 
ester, and Mr. Burton made suggestions similar to the ones made 
by Mr. Potter. Mr. Dow quoted from the opinion of Associate 
Justice Brandeis in the New England divisions case, in which 
he said the Commission might have solved the New England 
difficulty at the time the rates were adjusted by making a slight 
increase in the joint rates, the entire earnings from which should 


accrue to the New England lines. Among other things Mr. 
Burton said: 


These very large increases in rates between Rochester and New 
England points are all brought about by the desire of the carriers 
to remove the present “‘hold downs” in the Anderson scale rates. They 
accomplish that purpose but only at the expense of creating other 
‘hold downs” in other territories. It was, of course, known in the 
Anderson scale case that the full measure of that scale could not 
be obtained in view of the lower levels of interterritorial rates. But 
assuming that the New England lines are entitled to larger revenue 
and that this is a proper case in which to increase their revenue, the 
method which has been adopted is open to serious objections and 
is not the only or the best method of accomplishing that purpose. 

The carriers propose to increase the first class rate between 
Rochester and Boston 28 per cent. Part of that increase will go 
to the New York Central, which does not need it and is not asking 
for increased revenue in this case. It certainly is not necessary to 
increa@Se the revenue of the New York Central as a mere incident 
to increasing the revenue of the New England lines. A better method 
would be to make a moderate increase in the rate between Rochester 
and Boston, as illustrative, with the provision that all of the earn- 
ings resulting from that increase should go to the New England line 
or lines which participated in the haul. That method would mod- 
erate the transportation burden and would place the revenue where 
it is needed. It would still leave some “hold downs,” but they are 
unimportant beside the major considerations of rate making, namely, 


adequate revenue for the carriers secured by rates under which traffic 
can freely move. 


Justice Brandeis’s language, quoted by Mr. Dow, is as fol- 
lows: 


Raising joint rates for the benefit of the weak carriers might be 
the only available method of upholding currently the needed revenues. 
Local rates might already be so high that a further increase would 
kill the local traffic. The through joint rates might be so low that 
they could be raised without proving burdensome, and thus the reve- 
nues of connecting carriers might be ample, so that any increase of 
their earnings from. joint rates would be unjustifiable. Where the 
through traffic would, under those circumstances, bear an increase 
of the joint rate, it might be proper to raise them and give to the 
weak lines the whole of the resulting increase in revenue. 


Baltimore and the eastern shores of Maryland and Virginia 
appeared before Commissioner Eastman and Examiner Hosmer 
when the hearing was resumed July 20, objecting to the way the 
mileages had been figured by the railroads and also to the scales 
they proposed for application in that part of trunk line territory. 

A. E. Beck, for the Baltimore Association of Commerce, 
objected to the figuring of the mileage from Baltimore to 
destinations in Delaware, Maryland, and Virginia, lying between 
Chesapeake Bay on the west, the Delaware river and bay and 
the Atlantic ocean on the east, via Newark, Del. He also objected 
to the use of scale No. 2 in the making of rates over the long 
all-rail route via Newark to the peninsular country. He said 
that in his opinion and the opinion of those for whom he was 
speaking, the distances should be figured via the short water-and- 
rail route of the Pennsylvania, via the ferry from Baltimore to Love 
Point. Mr. Beck contended that the steamer lines of the Balti- 


more, Chesapeake & Atlantic, generally speaking, appeared to be 
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Railroad 
Freight Rates— 


It is generally conceded that if the country is to have 
private ownership of railroads they must be supported 
by the shipping and traveling public. ~ 


The returns from existing rates during the past few 
years have not been adequate to pay a fair return or 
even any return to the owners of many railroads. This 
is especially true of the roads of the northwest, of 
which the Chicago, Milwaukee & St. Paul Railway, now 


, in receivership, is an important one. 


An application for increased freight rates on western 
roads is now pending before the Interstate Commerce 
Commission. 


The Receivers of the Chicago, Milwaukee & St. Paul 
Railway have proposed and will advocate before the 
State and Interstate commissions a new plan of rate 
making by which a very small increase in freight rates 
on western railroads can be so distributed among them 
that the maximum benefits can be given to weaker lines 
without unduly favoring the strong, prosperous roads. 


The plan involves segregating the money produced 
by a small increase in freight rates on all western rail- 
roads and putting it into a common fund or pool and 
distributing the money to all the roads by which it is 
earned in the ratio that each road failed during the 
preceding year to earn the 534% on its property invest- 
ment which the Transportation Act of 1920 allows. 


If this plan had been in effect during 1924 the 
Milwaukee Road would probably have avoided a 
Receivership. 


The Receivers of the Chicago, Milwaukee & St. Paul 
Railway have not been able to secure the support of the 
other western railroads to their plan and, therefore, 
have decided to advocate the plan independently for 
the benefit of this property and as the plan which best 
solves the railroad problem with the lowest burden to 
shippers. For this purpose the Receivers of the Chi- 
cago, Milwaukee & St. Paul Railway have engaged 
former Secretary of State, Mr. Charles E. Hughes, to 
assist them in presenting the plan and urging its adop- 
tion. —_ particulars about the plan can be obtained 
from any agent of the Chicago, 
Milwaukee & St. Paul sasha or 
from the undersigned. na 


H. E. Byram, Mark W. Potter, Edw. J. Brundage 


Receivers of 
Chicag 


Milwaukee’ 5 St Paul 
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INTERCOASTAL SERVICE 
Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 






From From Fro 
Baltimore New York Savannah 
BEE. -catestatoconseed July 28 Aug. 1 Aug. 5& 
VERIEEE, ccccccccccccsecs Aug. 11 Aug. 15 Aug. 19 
PETER KERR........... Aug. 25 Aug. 29 Sept. 2 


Pier > 9, B. & O. R. R., Locust Point, rg a Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment at 
Los Angeles Harbor without transfer charge, also to all ports of 
—— Oregon, Washington, British Columbia, Alaska and the 
ar East. 





Joint Service with 


HAMBURG-AMERICAN LINE 


NEW YORK T9 HAMBURG 


xx*RESOLUTE ........ July 28 xtMOUNT CLAY ..... Aug. 13 

xtTHURINGIA ........ July 30 xxfCLEVELAND ...... Aug. 20 
xx*DEUTSCHLAND ...Aug. 6 xx*RESOLUTE ........ Aug. 25 
xx*RELIANCE ........ Aug. 11 xtWESTPHALIA ..... x 













¢Cabin and ae Class Passengers. *First, Second and Third 
lass. x Calls at Cohn (Queenstown). xx Calls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 






PHILADELPHIA TO BREMEN AND HAMBURG 
LEGIE (via Baltimore and Hampton Roads).............. July 29 
SUDBURY (via Baltimore and Hampton Roads)...... » -Aug. 12 
*Hamburg Only. 
BALTIMORE TO BREMEN AND HAMBURG 


GIE (via Hampton Roads)........ccccccescccccsecseces Aug. 5 
LUDBULY (via Hampton Roads)..........cccceeseecees 


NORFOLK AND NEWPORT NEWS TO BREMEN 


NEW ORLEANS TO BREMEN AND HAMBURG 
WESTERWALD .......-ccccsccccceee eeccccccvess Last Half ef July 


ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Po 








General Offices: 39 BROADWAY, 72 York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 


BRANCH OFFICES: 
Eu easeemepeeeeuuene Censen 4128 —— Arcade Bldg. 
Mitchell Bldg. 
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Cees ee eee seseeseereeeeseeeeess 


NORFOLK... cccccccccccccccccces Dichmann, Wriche 4 Pugh, Inc. 
PHILADELPHIA..........eeeeee- ee Wright & Pugh, Inc. 
DRE LAND 6c cccccosccccccvevcseses Columbia Pacific Shipping Co. 
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profitable, and that only those lines navigating the Choptank 
and Nanticoke rivers showed deficits only in 1913. To illustrate 
his point he quoted the Commission as saying it was not con- 
vinced that if independent and unrestrained, those lines could 
not earn, at reasonable rates, a fair return on the value of the 
steamers and other necessary properties. That language was 
from a report on the Pennsylvania bay steamers. The only 
through rates to eastern shore points between those lines and 
the Pennsylvania lines, the Commission said, was through 
Crisfield and Delmar, Del., and points intermediate, and although 
these steamer lines now have through rates with the Pennsyl- 
vania and Baltimore & Ohio through Baltimore, they would 
undoubtedly be more free under independent management in 
dealing with the trunk lines with reference to rates and divi- 
sions. 

W. T. Gardner, for the Salisbury-Wicomico Chamber of 
Commerce, and other eastern shore organizations also objected 
to the mileages figured by the railroads, and to being held to 
the Norfolk basis when their actual mileages entitled them to 
considerably lower rates. He objected to the application of Scale 
No. 2. 

I. EB. Jones, for the Eastern- Shore of Virginia Producers’ 
Association, also objected to the rates proposed by the carriers, 
whether based on Scale No. 1 or Scale No. 2. He said that the 
benefits that would be derived by the shippers of potatoes would 
be more than offset by the increases on berries, particularly 
strawberries. 

It is the opinion of William J. Pitt and J. J. Winzenried, 
traffic advisers and managers for paint and varnish manufac- 
turers, that it is not necessary for the railroads to tear up the 
existing trunk line rate structure as preparation for observance 
of the fourth section. They suggested that the railroads could 
bring their rates into harmony with that part of the statute with- 
out resort to an operation akin to burning the barn to get rid of 
the rats. They said that they had not found any sentiment 
among the traffic managers for paint and varnish manufacturers 
in favor of mileage scales as foundation for rates in the eastern 
part of the country. 


In expressing those views Mr. Pitt continued the opposition 
he had shown since the initiation of the present case in April, 
71924. Mr. Pitt is chairman of the traffic committees of the Paint 
‘Manufacturers’ Association of the United States, National Var- 
nish Manufacturers’ Association, National Paint, Oil & Varnish 
Association, and of the Philadelphia Paint, Oil & Varnish Club. 
Mr. Winzenried is the traffic manager for the Devoe & Reynolds 
Company, manufacturers of paints and varnishes. 


At one time, while they were occupying the stand, the ques- 
tions put by W. H. Chandler, Mason Manghum, H. J. Wagner 
and others who had taken an active part in the presentation of 
suggestions as to how the trunk line rate structure should be 
remodeled, suggested that the afternoon’s session of July 20 
would be turned into a laundering operation at which some dirty 
linen would be cleansed because of the fight between the traffic 
managers called into consultation by Mr. Chandler and the traffic 
managers who had supported Mr. Pitt in his opposition to what 
they had called the drastic character of the proposals made by 
the trunk lines. Mr. Pitt retaliated a little by asking Mr. Wizen- 
ried if he was not a member of the Eastern Shippers’ Conference 
and the New York Conference of Shippers in whose behalf Mr. 
Geohegan had submitted the 30 class scale. The witness said he 
was a member of the conference but that he had not known of 
Mr. Geohegan’s proposal until he had read about it in The Traffic 
World. That question and answer seemed to have been created 
as a counter to questions and answers implying that what Messrs. 
Pitt and Wizenried were saying as to the sentiment of traffic 
managers in the paint and varnish industry was something 
which they themselves had created without much consultation 
with managers other than themselves. 


S. S. Bridgers, formerly assistant general freight agent of 
the Norfolk & Western, speaking for what he called the Southern 
Ohio Group shippers, composed of shippers at Portsmouth and 
Ironton, O., Ashland, Ky., Covington and Kenova, W. Va., said 
he liked the uniform class rate relationship, but that that expres- 
sion was not to be taken as an endorsement of the amount of the 
rates proposed. He explained that the communities mentioned 
were on the western border of trunk line territory and at one 
time had taken western termini rates, but that at present they 
were in the 82 per cent group on eastbound traffic. 


Their great dissatisfaction, he indicated, however, was with 
their inclusion in the 77 per cent group in traffic to Virginia 
cities. His idea was that when the men who had made up the 
McGraham formula found themselves in difficulties in applying it 
on southbound movements north of the Ohio River they adopted 
a lazy man’s expedient and grouped the whole of eastern Ohio, 
western Pennsylvania and western New York in the 77 per cent 
group to Virginia cities rather than apply themselves diligently 
to finding a logacal arrangement for the application of the Mc- 
Graham formula to Virginia cities. 

In continuing his testimony in behalf of Portsmouth and 
other points, which for purposes of description he called the 
southern Ohio group, Mr. Bridgers called attention to charts in 
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his exhibit to show what he called the Baltimore & Ohio inf. 
tion from the southern Ohio points to Virginia cities amount. 
ing, in some instances, to more than 100 per cent. He said Balti. 
more was not involved in this adjustment, but that of course 
some Baltimore rate points were involved. 

“It is my belief,” said Mr. Bridgers, “that the Baltimore ¢ 
Ohio could afford and should defer to the direct lines in the 
making of rates from these points of origin to Virginia cities, 
That railroad is not used in carrying freight from these 
points to Virginia cities. If the carriers made rates for us as 
they do for Pittsburgh, our first class rate would be 8% cents 
lower than it is.” The witness said that the disparities against 
which the communities for which he was speaking were making 
representations, grew worse as the rates to the south were con. 
sidered.. He said the less obnoxious proposal of the Norfolk & 
Western fell far short of doing justice although, of course, it 
was better than the proposal of the other lines. It was his 
opinion that the only excuse for the adjustment proposed was 
a desire to bolster up the Trunk Line. F. A. structure. He said 
time had come to rectify the situation and to do justice to the 
southern Ohio communities. 

Mr, Bridgers gave similar testimony and filed exhibits of 
like character in behalf of Black Fork, Logan and Junction 
City, O., shippers. 5 

Abolition of the entire grouping under the McGraham 
formula and the substitution therefor of mileage was advocated 
by F. 2 Vigor for the American Rolling Mill Company, of Middle- 
town, O. 

The witness made the point that the interterritorial proposal 
of the railroads, if adopted, would have the effect of putting 
Middletown much further away from markets in trunk line 
territory than it is now, either physcially or in a rate sense. He 
asked the Commission to require the establishment of rates from 
‘Middletown to Trunk Line destinations on a basis no higher 
than would be produced by the extension of the proposed trunk 
line mileage scale No. 1. It was not conceivable, he said, that 
the carriers could justify, for inter-territorial application, a scale 
or a basis of rates higher than either of the intra-territorial 
scales, particularly when the four largest systems in Official 
Classification territory served both Trunk Line and Central 
Freight Association territory, his reference being to the New 
York Central, Erie, the Pennsylvania, the Baltimore & Ohio, 
each of which he said served Middletown. 

Admitting that from the point of view of the producer of iron 
and steel Middletown had certain disadvantages, he said the 
American Rolling Mill Company was not asking that those 
disadvantages be abated or minimized or in any degree removed. 
But, he said, it was asking that the disadvantages be not in- 
creased by giving its competitors a relatively lower scale, which 
was not justified by differences in transportation conditions or 
by commercial necessity. 

Philadelphia interests, under the guidance of George P. Wil- 
son, their traffic counsel, took the position that the present 
level of rates, by reason of the percentage increases that had 
been made since 1914, was very high; that it had existed longer 
than it was supposed, in war time, that it would continue. It 
was brought out that in 1922, when a 10 per cent reduction was 
ordered, the Philadelphians were of the opinion that the Com- 
mission would insist upon the railroads withdrawing from the 
position they had taken when they converted the minimum class 
scale into a rate. Director-General McAdoo, as a war measure, 
they pointed out, created that minimum class beginning with 
25 cents to meet, as the Philadelphians insisted, a situation that 
had grown out of war time operation. They pointed out that 
the Commission had denied to the railroads the privilege of in- 
creasing that 25-cent scale, but that notwithstanding that denial 
the railroads had applied the Ex Parte 74 increase to it and 
that apparently it had become a fixture in the rate structure. 
They attributed many of the unsatisfactory rate situations to 
that disregard of the Commission’s finding. 


As a method for getting back to a solid foundation, Phila- 
delphia suggested that the Commission go back to the latter 
part of 1914, which would be before any of the percentage in- 
creases took place, use the 75 cent rate between New York and 
Chicago as the foundation, and build a structure designed to 
give the railroads adequate revenue upon that basis. Mr. Wil- 
son’s witnesses submitted data to show the primary contention 
that the level was very high was sound. The witnesses, how- 
ever, brought in to the discussion port differentials and the 
thing that has always been obnoxious to Philadelphia, namely, 
the Albany adjustment. Bruce K. Wimer, speaking for the 
Philadelphia Chamber of Commerce, contended, among other 
things, that the Albany adjustment in relation to the New York- 
Chicago rate gave Albany and other New York points subnormal 
rates, while the port differential adjustment in relation to that 
same New York-Chicago rate gave Philadelphia less than her 
location required. 

The Philadelphia witnesses objected emphatically to the 
inflation of distances proposed by the carriers. They said that 
instead of inflated distances there should be one station on each 
railroad in Philadelphia from and to which actual distances 
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“I have recommended them 


to my friends in the 


trucking business” 


Nothing we could tell you about Fisk Non-skid 
Solid Tires could mean half as much as these 
words of proof from Mr. Royce of California. 


ROYCE TRUCK, TRANSFER & STORAGE 
El Centor, Calif. 
The Fisk Tire Company, 
Gentlemen: 

I operate a fleet of ten trucks. The early 
part of the year I tried out a pair of Fisk 
Non-skid Solids and found them to be just the 
tire I have been looking for. They have more 
resiliency, a better non-skid than any tire we 
have ever used, and seem to stand the ruts and 
rocks without showing any signs of chipping or 
cupping. I am now equipping all my trucks with 
Fisk Solids and have recommended them to many 
of my friends in the trucking business. 

Yours truly, 
(signed) ED ROYCE, 


All we ask you to do is just what Mr. Royce 

did, try out a pair, or even one, Fisk Solid 

alongside of your other tires. When you do, 

your tire costs will come down and we will 

have another permanent Fisk customer. 
There are 145 direct Fisk Branches and 


many thousands of Fisk Franchise 
Dealers in the United States. 


The Fisk Tire Company, Inc. 


Chicopee Falls, Massachusetts 
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FIFTY MILES MORE OF LOW WATER 
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facturers who seek the fastest and most 
economical method for shipping into The 
Empire of The Southwest. 
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The whole story of Houston’s advantage, 
an insight into the vast resources of the 
Southwest, will be found in “PORT HOUS- 
TON,” the illustrated magazine published 
for the Port Commission, and in “HOUS- 
TON FREIGHT RATE BOOK NUMBER 
ONE,” published by the combined ware- 
housing interests of Houston, Texas. 


¥ 


Get both these books free of charge. 
Learn more about The Port of Houston. 
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should be applied in the making of rates, to other parts of the 
city. They opposed a rigid mileage scale for application any- 
where. Generally speaking, they contended that distance was 
never a conclusive factor and that in the making of rates the 
adequacy of carrier revenue had always to be kept in mind. 
The Philadelphia position was that the present method of mak- 
ing rates to Central Freight Association territory should be pre- 
served. They made it plain that they were not contending that 
all the groups were proper, but that the theory upon which they 
were founded was good. 

The witnesses in the Philadelphia part of the case were, 
J. M. Davison, chairman of the freight committee of the Com- 
mercial Traffic Managers of Philadelphia, who dealt particu- 
larly with mileage scales; Bruce K. Wimer, commissioner of 
transportation of the Philadelphia Chamber of Commerce, who 
dealt with the Trunk Line-C. F. A. rates; Frank R. Allison, 
traffic manager for John Lucas & Company, who also dealt with 
mileages; M .T. Warren, who was testifying as the commissioner 
of the Ceramic Traffic Association and as a member of the 
Commercial Traffic Managers of Philadelphia, his topic being 
rates between New England and Trunk Line; J. J. Ruster, traffic 
manager for the Camden Chamber of Commerce; Samuel J. Hen- 
derson, traffic manager for the Autocar Company; F. M. Sutton, 
for the Westinghouse Electric & Manufacturing Company, and 
Frank Blocksom, who testified about rates on live poultry and 
other traffic of that kind. 


After testifying as to rates particularly interesting to the 
ceramic industry, Mr. Warren took up what he called the pro- 
posed high arbitrary for the float service through New York 
harbor. He said the high cost of performing interchange serv- 
ice between the New England lines and the trunk lines which 
the New Haven had claimed for a number of years, was undoubt- 
edly reflected in the present rates from the Philadelphia group 
into New England, and that that had resulted in the establish- 
ment of what was virtually a blanket from all of trunk line 
into a large part of New England territory. When compared 
with the rates from Central Freight Association into New Eng- 
land, where the geographical relationship was reflected in the 
group relationship he contended the Trunk Line-New England 
adjustment became highly incongruous. Commenting upon car- 
‘riers’ exhibit No. 127-A, he said he believed that that had set 
at rest for all time the New Haven’s contention about the high 
cost of interchange traffic through New York harbor. He said 
he believed that that exhibit showed that a 10-mile allowance 
for performing the interchange service would be ample, and 
should be established in the interest of rate harmony. 

Manufacturers of compressed gases placed their views before 
the Commission at the morning’s session of July 22. In addition 
to traffic men data, testimony was given by Col. C. O. Sherrill, 
the army officer in charge of public buildings and grounds in 
Washington, who said that chlorine, one of the gases under con- 
sideration, was used in the purification of water in public 
bathing pools and beaches. Robert T. Baldwin, secretary of 
the Chlorine Institute, testified as to the making and uses of 
gases. 


H. M. Mabey, traffic man for the Mathieson Alkali Works, 
said he did. not want increases made in eastern territory that 
would place his company at a disadvantage in the marketing of 
chemicals used by paper makers, particularly in Wisconsin. 
He mentioned a competitor at Menominee, Mich., and other 


points comparatively near to the paper making plants to which 
he had referred. 


C. E. Bell, testified that, in his opinion, fourth class rating 
was too high for chlorine, an article of wide use and general 
distribution. 

W. A. Moore, for the New Jersey Zinc Company, expressed 
himself in favor of a revision of rates in trunk line and said that 
a mileage basis seemed to be the foundation upon which the 
change should be placed. He disagreed with other witnesses 
speaking for paint companies who had said that they had not 
found dissatisfaction with the eastern rate structure. He said 
that there was dissatisfaction, and that but for the fact that 
the railroads, in 1919, began talking about a revision of the rates, 
complaints would have been filed attacking the class rate struc- 
ture. 

Herbert Thompson, for the Compressed Gas Manufacturers’ 
Association, Inc., expressed himself as favoring a revision upon 
a fair basis. 


Much of the testimony trenched closely upon questions of 
classification indicating that if and when there was a revision 
of the eastern class rates, an appendix to this proceeding, which 
would involve questions of classification, might be expected to 
be created by the dissatisfaction now existing, supplemented 
probably by dissatisfaction created by the revised class rates. 

Washington hearings in the eastern class rate case were 
completed at the afternoon’s session of July 22. At that time 
miscellaneous interests were heard, briefly. 

Russel C. Jones, a commercial traffic manager, representing 
seventeen independent concerns, as well as the National Asso- 
ciation of Baby Vehicle Manufacturers’ and the Association of 
Juvenile Vehicle Manufacturers’ paper box manufacturers, lino- 
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leum manufacturers and seed men, said the interests he was 
representing could not stand increased charges. 

G. R. Kreider, vice president of the Lebanon Paper Box 
Company, Lebanon, Pa., makers of candy boxes, objected to the 
proposed increases, particularly as he contended they would 
tend to restrict his New York market. On cross examination 
he admitted that one of his competitors had a box factory in New 
York City, and that that might account for some of the restric. 
tion he had observed. He admitted that he shipped to Chicago 
and in some instances, to the Pacific Coast. : 

O. A. VanBrunt, for the Certain-teed Products Company, 
discussed the effect of the carrier proposals on roofing and 
building papers and floor coverings. 

L. M. Porter, for the Fruit Dispatch Company, represented 
shippers of bananas, an imported article which he said moved 
on domestic rates and would therefore be affected by the 
increase in the rates above fifth class. 

Harry A. Massman, of the traffic department of the National 
Association of Waste Material Dealers’, Inc., said that the 
waste materials in which the members of that association were 
interested could not stand any higher charges. Atttorneys for 
the railroads directed his attention to the fact, as they said, that 
most of the materials shipped by his clients moved on sixth 
class, which would be reduced were the proposals of the carriers 
adopted. He said that much of the tonnage in which waste 
material dealers were interested moved into concentration 
points in less than carload quantities and that therefore they 
were interested in the increases proposed. 

C. H. Hudson, traffic manager for the Elk County (Pa) 
Manufacturers’ Association, approved the proposal to base new 
rates on mileage scales, but objected to a revision that would 
result in higher charges. But attorneys for the railroads directed 
his attention to the reduction proposed in sixth class and sug- 
gested that the members of that association would derive ben- 


efits rather than suffer damages by reason of what was being 
proposed. 





New York.—The importance of treating the New York dis- 
trict as a unit and establishing’ uniform freight rates to all 
points within its boundaries was emphasized by witnesses at the 
July 23 hearing before Commissioner Eastman and Examiner 
Hosmer in the rooms of the Port of New York Authority. The 
evidence was presented on behalf of the Port Authority, which 
intervened in the eastern class rate investigation with a view 
to protecting the interests of the port and securing uniformity 
of railroad charges throughout the district. 

Billings Wilson, traffic manager of the Port Authority, told 
of discrimination against New Jersey industrial and commercial 
centers within the port district in the matter of shipments to 
and from New England points. Rates from New England to 
New York harbor should be made, he said, on the same basis 
as rates from points west of the Hudson River, and he rointed 
out how manufacturers in Jersey City and Newark suffered 
because they had to pay the same rates as New York City ship- 
pers on traffic to and from the west, but higher rates on traffic 
to and from New England. He pointed out that, whereas only 
twenty-four per cent of the port’s population lived in New Jer- 
sey, over thirty per cent of the manufacturers in the district 
originated on the New Jersey side. Highty-eight steamship 
companies operated 190 lines from 159 piers on both sides of 
the port, and, in October, 1924, 521 vessels berthed at these 
piers. Several lines, he said, used piers on both sides of the 
harbor. He said that, in general, the Port Authority indorsed 
the principles of the Western Trunk Lines’ proposal for making 
rates to New York Harbor, but the proposal of the New Haven 
Railroad to raise the rates for traffic moving through the New 
York Harbor gateway, he said, was unjustifiable and unfair to 
the port of New York in that it intimated a higher cost for 
harbor service than the facts justified. He showed that it actu- 
ally cost the New Haven Railroad less per ton per mile to float 
interchange traffic through New York Harbor than to haul it on 
its rail lines in New England. 

With respect to suggested rates along the New Jersey shore 
of the Hudson River, it was stated that the various railroad 
terminals there composed a single industrial switching district 
and that the rates proposed therein by the carriers on a line- 
haul basis were too high. Mr. Wilson said the Port Authority 
advocated a system of switching charges approximately $15 per 
car instead of the class rates proposed by the railroads, which 
would average $40 a car. He said it was the custom throughout 
the East, at all points other than New York and Baltimore, for 
the carriers to establish such switching charges, and he intro- 
duced an exhibit showing that such charges at sixty-three 1m- 
portant cities were generally less than $10 per car. 

Other witnesses were C. J. Fagg, traffic manager of the 
Newark Chamber of Commerce, and E. W. Willey, traffic man- 
ager of the Procter and Gamble plant on Staten Island. 


CHANGE IN DOCKET 


Hearing in No. 16873, White Pine Sash Co. vs. Ann Arbor 
R. R. et al., assigned for July 21 at Spokane, Wash., before Ex- 
aminer Jewell, was canceled. 


July | 
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Port Houston’s Shipside Warehouse 





Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or 


draying. 
ee concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars 


Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 
Floor level,—35 feet above mean low tide. 


With our long experience in the warehouse business, we are famili i h i 
Tow Rag Mage sengy - Aethng miliar with the requirements necessary to the proper 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE C0., Inc., HOUSTON, TEXAS 


MEMPHIS, TENNESSEE 


AMERICAN SCRUBBING EQUIPMENT SALES CoO. 
: Distributors of 
Finnell System of Electric Scrubbing 
Hannibal, Missouri 










The Most Centrally Located Distributing 
Center in the United States 


April 4, 1925 






Home of the Largest Merchandise 
Warehouses in the South 


Memphis Terminal Corporation, 
1001 Falls Building 
Menphis, Tenn. 


THEMEMPHIS TERMINAL CORPORATION | o=== 


Thank you for your letter of March 30th. acknowledging receipt 
of our letter of March 27th. 








_— 





Would you be interested in knowing that we are receiving better 
and quicker service from the Memphis Terminal Corp., than render- 


We Invite Storage of All Kinds of GENERAL MERCHANDISE alee Sete of the other 26 warehouses used: by us in the 


And, may we further add, we think that we have the pick of tne 
POOL CAR DIS TRIBUTION warehouses in the Cities from which we distribute our commodities. 
We believe iu telling our Warehouses when we do not approve of 
the service rendered us and we also believe in telling them when 
it pleases us. 


Warehouses of concrete construction, automati- 


cally sprinkled, lowest insurance rates. We oper- 
ate our own switch engine and connect with all 
Railroads initial to Memphis, Tenn., as well as the 
Mississippi Warrior Service who switch to our 
aan — additional switching charges on car 
oad lots. 


Member A.W.A. 


Address MERCHANDISE DEPT., P. 0. Box 1025, Memphis, Tenn. 


Most of our correspondence has been with your Mr. Blackburn of 
the Merchandise Department and we would like to extend to him 
our appreciation of the immediate attention he gives our corres- 
pondence and delivery orders and for the spirit of cooperation 
displayed by him toward us. 


Yours very truly, 
FINNELL “SYSTEM, INC. 


R 


R. P. Jones, 
Traffic Mgr. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


Digests taken fi R Reporter 
. shes Co., St. Paul, Minn. 


eporters and Digests of National 
System, published by West Publishing 
Copyright by West Publishing Co.) 





Claim of Consignees for Loss of Goods by Stranding of Vessel 
on February 6, 1920, Not Asserted Until May 8, 1924, Held 
Barred by Limitations: 


(Circuit Court of Appeals, Second Circuit.) Claim of con- 
signees for goods lost on February 6, 1920, by stranding of vessel 
in control of Director-General, not asserted until May 8, 1924, 
were barred by transportation act Feb. 28, 1920, section 206 (a), 
being Comp. Stat. Ann. Supp. 1923, section 10071%4cc, regardless 
of whether filing of claim under Admiralty Rule 52, or filing of 
limitation proceedings by Director-General on March 1, 1923, 
under rule 51, be deemed commencement of proceeding, and 
claimant’s petition to be relieved from default in limitation pro- 
ceeding and for permission to file claim nunc pro tunc was prop- 
erly denied.—The Princess Anne, 6 Fed. (2d) 67. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Liability of Common Carrier at Common Law Continued Until 
Actual Delivery to Consignee: 

(Supreme Court of Louisiana.) At common law, liability of 
common carrier continued as such until it made actual delivery 
to consignee of goods accepted for transportation—Wood et al. 
vs. Louisiana & A. Ry. Co., 104 Sou. Rep. 306. 

Liability of Railroad as Carrier Continues Until Consignee Noti- 
fied and Given Reasonable Time in Which to Remove Goods: 
Liability of railroad as a carrier in this state, continues 

until consignee has been notified and given a reasonable time 

thereafter to remove goods transported in absence of any valid 
stipulation in bill of lading or agreement between parties to 
contrary.—Ibid. : 

Liability of Railroad as Carrier Had Ceased When Goods in Its 
Custody Were Destroyed by Fire: 

Liability of railroad as a carrier had ceased when goods in 
its custody were destroyed by fire, where plaintiffs had ample 
opportunity within which to remove the goods after notice, not- 
withstanding rain, and bill of lading not contemplating that rain 
during part of 48-hour period prescribed for removal by bill of lad- 
ing is not to be counted, when ample time remains to remove 
goods.—Ibid. 

Liability as a Warehouseman Depends on Whether Goods Were 
Destroyed by Reason of Its Fault: 

Liability of railroad as a warehouseman depends on whether 
goods in its possession were destroyed by reason of its fault— 
Ibid. 

Federal Rule Governs in Case Involving Interstate Shipments: 
(Kansas City Court of Appeals, Missouri.) Rule adopted by 

federal courts, governs in case involving interstate shipments.— 

Wall et al. vs. American Ry. Express Co., 272 S. W. Rep. 76. 

Special Instructions, as to Delivery of Express Shipment, Not 
Binding on Company, in View of Interstate Commerce Act: 
Special instructions on shipping tag of express packages, for 

notification of consignee and delivery on surrender of original 
receipt, are not binding on express company, in view of inter- 
state commerce act (U. S. Comp. St., section 8569), rules and 
regulations of Interstate Commerce Commission published there- 
under being binding on both parties.—lIbid. 

Express Company Not Liabile for Mistake of Agent in Violating 
Commerce Commission Rules: 

Express company is not liable for mistake of its agent in 
violating rules of Interstate Commerce Commission regarding 
special instructions concerning delivery of shipment, where to so 
hold would nullify rules and regulations on file, for that would 
work discrimination among shippers.—Ibid. 


Owner of Express Receipt Entitled to Delivery of Goods: 
Where, under uniform bill of lading act (U. S. Comp. St., 
section 8604aaaa and 8604cc), non-negotiable express receipt con- 
stituted straight bill of lading, owner of receipt held entitled to 
delivery of goods under U. S. Comp. St., section 8604e and 
8604ee.— Ibid. 
Owner of Express Receipt Entitled to Recover for Delivery to 
Another Marked Consignee on Shipping Tag: 
Owner of goods marked consignee on express receipt held 
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entitled to recover against carrier for delivery to another, ip 

accordance with markings on shipping tag.—lIbid. - 

Express Company’s Agent in Addressing Package Is Not Agent 
of Shipper: 

Notwithstanding it may be duty of shipper to address pack. 
age, express agent in addressing it is not shipper’s agent, but 
agent of company, and it would seem that company should be 
liable for loss resulting from any negligence of agent in address. 
ing package.—lIbid. 

Liability Includes Full Actual Loss or Injury: 

Under the Carmack amendment, carrier’s liability is not lim. 
ited to value at destination, but includes full actual loss, damage 
or injury to goods.—Ibid. 

Absence of Competent Evidence to Show Loss Resulting from. 
Misdelivery of Express, Held to Require Reversal: 

In action against express company in conversion for mis- 
delivery of goods, absence of showing, that price of goods at 
place of origin of shipment was actual loss, held to require 
reversal.—lIbid. 

Failure to Deliver Different Shipments Gave Separate Causes of 
Action, Which Should Be Separately Stated and Numbered: 
(Supreme Court Appellate Division, Fourth Department.) 

Failure to deliver different shipments under different bills of lad- 

ing gave separate causes of action for each shipment, and facts in 

relation to each should be separately stated and numbered in 
complaint.—Upson Co. vs. Erite R. Co., 210 New York Supple- 

ment 112. 

On Motion to Require Plaintiff to Separately State Causes of 
Action, Complaint Cannot Be Amplified by Affidavit: 
Motion to require plaintiff to separately state causes of 

action combined in one cause of action in complaint is based 

solely on pleadings, and complaint cannot be amplified by affi- 
davit.—Ibid. 

Carrier Delivering Separate Shipments Commingled Cannot Re- 
quire Proof as to Particular Damage to Each Shipment: 
Carrier, delivering different shipments under different bills 

of lading so commingled that it was impossible to prove par- 

ticular loss on each shipment, cannot require proof as to particu- 
lar damage to each particular shipment.—lIbid. 


CARRIAGE OF LIVE STOCK 


General Demurrer Not Acted on by Court Waived: 

(Court of Civil Appeals of Texas, Amarillo.) General demur- 
rer not acted on by court is waived.—Wichita Valley Ry. Co. vs. 
Bevering, 272 S. W. Rep. 250. 

Petition Held Sufficient to Authorize Submission of Reasonable- 
ness of Charge for Extra Feed for Cattle Because of Failure 
to Furnish Car: 

Petition alleging that because of defendant railway’s failure 
to furnish car at time desired, plaintiff was required to spend 
$60 for extra feed in maintaining cattle to be shipped, held suf- 
ficient to authorize submission of question whether such amount 
was reasonable charge.—lIbid. 

Shipper’s Ability to Deliver Cattle to Railroad Within Time He 
Demanded Cars Held Sufficiently Shown: 

In action for penalties for failure to furnish stock cars on 
written demand, evidence held sufficient to show plaintiff’s ability 
to deliver cattle to railroad within time he made demand for 
“= required by Vernon’s Sayles’ Ann. Civ. St. 1914, art. 6680. 
—lIbid. 

Refusal to Submit Certain Issues Held Not Error, in View of 
Jury’s Findings Under Instructions Given: 

Jury having found on sufficient evidence, under instructions 
given at defendant railroad’s request, that defendant did not 
exercise ordinary diligence to furnish stock cars demanded by 
plaintiff, and that delay was not caused by strike, propositions 
complaining of refusal to submit issues whether it furnished 
cars within reasonable time and used ordinary diligence, whether 
there was shortage of cars on its line at time, and, if so, 
whether it was caused by strike, must be overruled.—Ibid. 
Statute Imposing Penalties for Failure to Furnish Cars on Writ- 

ten Demand Not Unconstitutional: 


Vernon’s Sayles’ Ann. Civ. St. 1914, art. 6680, imposing pe- 
nalties for failure to furnish cars to shipper on written demand, 
does not violate either federal or state Constitution.—Ibid. 
Receivers of Non-initial Carrier of Interstate Shipment Liable 

Only for Damages Occasioned by Their Negligence: 

(Court of Civil Appeals of Texas, San Antonio.) Carriers 
other than initial carrier of interstate shipment are liable only 
for damages occasioned by their negligence, and not for injury 
resulting from acts of initial or intermediate carriers——Atchison, 
T. & S. F. Ry. Co. et al. vs. Ohlhausen, 272 S. W. Rep 224. 
Intermediate Carrier of Interstate Shipment Not Liable for De- 

lay of Shipment Received Too Late to Permit Delivery at 

Time Desired: 

Intermediate carrier of interstate shipment of cattle, un- 
loaded for feed, water, and rest, pursuant to U. S. Comp. St., 
section 8651-8654, is not liable for delay of cattle in reaching 
market, where cattle were received too late to permit delivery, 
in the exercise of ordinary diligence, on market on desired day. 
—lIbid. 
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POSITIONS WANTED _OR_OFEN 





men and the positions in touch with 
classified tg oy & ge as ps ang — od 4 

minimum charge ; succeeding insertions, per line, $ 
nee to the line; numbers and abbreviations counted as words; 
§ point type; payable in advance. Answers to keyed advertisements 
rorwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD. 418 South Market Street. Chicago. Mil. 





TRAFFIC MANAGER—Business executive having developed all 
possibilities present connection seeking larger opportunities. Sixteen 
years present industry. Proven ability. Law student. Address 
“TMBE,” care Traffic World, Chicago, Ill. 


POSITION WANTED—Thoroughly competent traffic man and rate 
expert, twelve years’ railroad and industrial experience; now em- 
ployed but desires more favorable connection, preferably industrial. 
Address Box 821, care Traffic World, Chicago, Ill. 


ONE HUNDRED DOLLARS will be paid to anyone referring to 
us a salesman who makes good in placing our Service Contracts. 
Well organized and equipped. Thirty-seven years in business and 
writing the most desirable to the purchaser Traffic Service contract 
containing many exclusive features and all desirable clauses to be 
found in contracts issued by any other Bureau. This company has 
the disposition to and the “Hard Boiled’? rate men to carry out every 
promise. The Freight Audit Company, Chicago. 








FOR SALE—300 Gondolas—eighty capacity, wood body steel truck; 
two hundred in first-class condition, one hundred in fair condition. 
Sacrifice price to move quick; wire, phone or write, Zelnicker, 511 
Locust Street, St. Louis, Mo. Rails, steel piling, tanks, everything 
for the contractor. 


ve Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


mpt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 





MEMBERS AWA. O.W.A 


DERER 


SERV/CeE 


TERMINAL 


SUILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


DENVER, COLORADO “a 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 

















Trucking — Distributing 
Forwarding 


LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


$24 Eighth SQt. DETROIT 
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WE STORE AND DISTRIBUTE 


General Merchandise, Furniture 
and Cold Storage 
The Great Lakes Warehouse Corp. 


Telephone Hammond 3780 HAMMOND, INDIANA 


“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 


Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, tu. 


DETROIT 


Kedney Warehouse Co. 


Grand Forks, N. D. 


Members A. W. A.—N. F. W. A.—Minna. W. A. 


Minneapolis—St. Paul 





ee Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Inc. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members: American Warehousemen’s Ass’n 





OF oe LOT ANET® 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 





JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber. banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 





Merchandise Storage and Pool Car 
Gupgiettences Distribution 


2,000 CARLOAD 
CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 

GEOGRAPHICALLY : — 
a 













LOCATED TO RENDER 
DISTRIBUTORS = 
DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 
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Shipper Accompanying Movement of Cattle Had Burden of Show- 
ing Asserted Unreasonable Delay: 

Shipper, accompanying movement of interstate shipment of 
cattle, held to have burden of showing facts and circumstances 
from which the jury could base the finding as to whether the 
movement of the cattle was unnecessarily delayed, as claimed 
by the shipper, or whether the movement was reasonable.—Ibid. 
Evidence Held Not to Warrant Verdict Against Intermediate Car- 

rier for Damages for Delay of Stock Shipment: 

Evidence held not to show negligent delay by intermediate 
carrier of interstate stock shipment, nor to warrant verdict for 
shipper for damages.——Ibid. 


Giving of General Charge in Connection with Special Issue Held 
Error: 


(Court of Civil Appeals of Texas, San Antonio.) In action 
for damages to shipment of cattle, giving general charge, in 
connection with special issue, that only such damage caused by 
negligence or unreasonable delay of carrier could be considered, 
and that total of all such elements of damages should not exceed 
total damage on account of negligence of carrier, held error, in 
view of Vernon’s Sayles’ Ann. St. 1914, art. 1984a.—Lancaster 
et al. vs. Daggett, 272 S. W Rep. 340. 


Charging Generally, Then Instructing Jury to Find Under Proper 
Issues as Alleged and Pleaded, Held Error: 

In action for damages to shipments of cattle where jury was 
told to find, under proper issues, damage done to cattle as al- 
leged and pleaded, action of court in charging generally that 
defendants would not be liable for any damage to cattle solely 
and proximately due to their inherent nature or weakness was 
error.—Ibid. 

Instruction Limiting Plaintiff's Recovery to Specified Amounts 
Identical with that Plaintiff Sued for Held Erroneous as Be- 
ing on Weight of Evidence: 

In action for damages to shipment of cattle, instruction not 
to find any more damages than stated sum, respectively, for 
dead and crippled cattle, for loss in weight, and for depreciation, 
which stated amounts represented the amounts that plaintiff 
sued for, held erroneous as being on weight of evidence, as jury 
may have believed court was intimating judgment for amount 
sued for.—lIbid. 

Court Held Required to Present Issue as to Poor Condition of 
Cattle, Where Such Issue Raised by Defendant’s Pleadings 
and Evidence: 

In action for damages to shipment of cattle, where defend- 
ant, by its pleading and evidence, raised issue that damages 
were proximately caused by condition of cattle at time of de- 
livery for shipment, and that they were in poor and weak con- 
dition, and unable to withstand ordinary incidents of transporta- 
tion, held that court should have submitted such issue to jury, 
especially where it had instructed jury as to amount they could 
find for damages.—Ibid. 

Carrier Not Liable for Damage to Cattle Resulting from Ordinary 
Handling: 

A carrier is not liable for damages to cattle during shipment 
which necessarily resulted in course of transportation between 
point of shipment and point of destination from ordinary han- 
dling, such as ordinary switching and confinement in cars.—lIbid. 
Testimony that Cattle Were Roughly Handled All Along Route 

Held Inadmissible, Where Damage Based on Delay at Spe- 

cific Stations: 

In action for damages to shipment of cattle in which plain- 
tiff pleaded delays at certain designated stations and consequent 
injury to cattle because of such delays, held that it was error 
to permit testimony that cattle were handled roughly all along 
route.—Ibid. 

Court Can Only Submit to Jury and Plaintiff Can Recover Only 
on Special Acts of Negligence Pleaded and Relied On: 

The court can only submit to jury and plaintiff can only 
recover. on special acts of negligence pleaded and relied on to 
support cause of action for delay and injury to cattle shipment. 
—Ibid. 

Admission of Shipper’s Testimony Derived from Account of Sale 
Made by Carrier’s Bookkeeper Held Error: 

In action for damages to shipment of cattle, permitting ship- 
per to testify from account of sale made by bookkeeper to show 
what cattle would have been worth on market at destination if 
properly handled held error, as against defendant’s objection 
that witness was not testifying as to any matter within his own 
knowledge.—Ibid. 

Adding of Interest to Jury’s Finding of Damages Held Error: 

. In action for damages to shipment of cattle, action of court 
in arbitrarily adding interest to jury’s finding as to damages was 
error, though jury would have been authorized to add interest 
as part of damages had the question been submitted.—lIbid. 


ABANDONMENT OF LINE 


The Eastern Kentucky Railway Company, by S. G. Bates, 
receiver, has applied for authority to abondon its line from Riv- 
erton to Webbville, Ky. The applicant said the company had 
operated at a loss almost continuously since it began in 1870. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts | 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Pulishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 

Electric Railway Company May Enjoin Owners of Taxicabs from 
Operating Them Regularly Over Public Road Paralleling 
Railway and Soliciting Business Along It: 

(Supreme Court of Appeals of West Virginia.) An electric 
railway company while in the exercise of its rights and frap. 
chise as a carrier of passengers and adequately servinng the 
public along its line, may enjoin the owners of taxicabs with 
licenses from the state road commission only to operate their 
cars for hire, from operating them regularly over the public road 
paralleling the company’s line, and from soliciting business over 
or along the same and in such proximity thereto as to interfere 
with its business and to cause it irreparable injury, except as 
may be necessary to travel said road as incident to their busi- 
ness of operating cars for hire.—Princeton Power Co. vs. Callo- 
way et al., 128 S. E. Rep. 89. 

Owner of Property, Devoted to Use in Which Public Has Inter. 
est, Must Submit to Regulation for Common Good: 
(Supreme Court of Illinois.) Owner of property, devoted to 

use in which public has interest, must submit to regulation for 

common good.—Davis, Agent, vs. Keystone Steel & Wire Co, 

148 N. E. Rep. 47. 

Maximum Charges Fixed by Legislature Not Interfered With by 
Court, Unless Owner Is Thereby Forced to Use His Property 
for Public Benefit Without Compensation: 

Where maximum charge has been fixed by legislature, court 
has nothing to do with question, unless statute attempts to force 
owner to use his property for public benefit without just com- 
pensation.—Ibid. 

Hepburn Act Excludes Power of State to Regulate Furnishing 
Cars for Interstate Traffic: 

Hepburn act, June 29, 1906, section 1, par. 2 (U. S. Comp. 
St., section 8563, par. 2), amending interstate commerce act, 
section 1, par. 2, clearly declared intention of Congress to im- 
pose duty on carriers in respect to furnishing cars for interstate 
traffic, which excludes power of state over subject matter.—Ibid. 
Demurrage Charges Held Properly Included in Schedule Filed 

with Interstate Commerce Commission and Published: 

Charge for demurrage is on same footing as any other charge 
in connection with transportation, and was properly included in 
schedule required to be filed with Interstate Commerce Com- 
mission and published under Hepburn act, June 29, 1906, sec- 
tion 2, pars. 1, 7 (U. S. Comp. St., section 8569, pars. 1, 7), 
amending interstate commerce act, section 6, pars. 1, 7, and 
federal control act, March 21, 1918, section 10 (U. S. Comp. St. 
Ann. Supp. 1919, section 311534,j).—Ibid. 

Parties Cannot by Agreement Alter Traffic Schedules as Filed 
and Published: 

Parties to interstate shipment cannot by agreement alter 
schedule of tariffs filed with and approved by Interstate Com- 
merce Commission under Hepburn act, June 29, 1906, section 2, 
pars. 1, 7 (U. S. Comp. St., section 8569, pars. 1, 7), amending 
interstate commerce act, section 6, pars. 1, 7, and federal control 
act March 21, 1918, section 10 (U. S. Comp. St. Ann. Supp. 1919, 
section 3115%j), though agreement is in writing and is per- 
formed, and collection of less than schedule rate will not pre 
vent recovery of shortage.—lIbid. 

Congress May Adopt Convenient as Well as Necessary Means to 
Regulate Interstate Commerce: 

Power given.Congress by Constitution to regulate commerce 
is complete in itself, and as incident thereto Congress may adopt 
such means as are convenient, as well as those which are neces- 
sary to its exercise, and such means may have qualities of police 
regulations.—Ibid. 

Fixing of Rates by Interstate Commerce Commission Estaab- 
lishes that They Are Reasonable, and Not Discriminatory: 
Fixing of rates by Interstate Commerce Commission estab- 

lishes that they are reasonable and not discriminatory.—Ibid. 

Fixing of Rates by Interstate Commerce Commission Is Not 
Unconstitutional Interference with Freedom to Contract Nor 

- Deprivation of Property Without Due Process: ; 

Fixing of rates by Interstate Commerce Commission 1s not 
unconstitutional interference with liberty to contract nor depriva- 
tion of property without due process of law, but it is proper 
exercise of police power for prevention of unreasonable extortion 
and discriminatory rates, service, and preferences.—Ibid. 
Strike Cannot Exempt from Payment of Demurrage Charges: 

Under Hepburn act, June 29, 1906, section 2, par. 7 (U. 8. 
Comp. St., section 8569, par. 7), amending interstate commerce 
act, section 6, par. 7, act Aug. 29, 1916, section 1 (U. S. Comp. 
St., section 1974a), and federal control act March 21, 1918, sec 
tion 10 (U. S. Comp. St. Ann. Supp. 1919, section 3115%j), com 
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ALBANY, MY. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker. Mgr. 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


FROM PHILADELPHIA EVERY WEDNESDAY 
FROM HOUSTON......... EVERY TUESDAY 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 











Low Rates 










1,500,000 SQUARE FEET 
Medern Fireproof Warehouse theo in Los. Angeles and at the Port 


of Les Angeles 
Free and U. 8S. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cetton Pressed to High Density 
We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 
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PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 
Scheduled sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 

To —HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
August 8 


August 29 
September 26 
"Also regular sailings for Mazatlan, Manzanillo, Acapulco, 
Champerico, San Jose de Guatemala, Acajutla, La Libertad, 
La Union, Corinto, Amapala, Puntarenas, San Juan del Sur and 
Balboa and Cristobal (Panama). 
Trans Shipment at Panama for South American and European Ports. 


OFFICES 
2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 606 Central ’Bidg., Los Angeles, Cal. 


AMARILLO, TEXAS 


Amarillo Warehouse, Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


DENVER, COLORADO 


FIREPROOF WAREHOUSES ON TRA 
Free por poe to Warehouse. We specialize in the DIS TRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 
Receipts Issued. The Weicker Transfer & Storage Company. 





Make this Mammoth Plant 


Your Chicago Warehouse 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 





For reliable warehousing and distribution 
service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 

“At the the Edge of Loop” |§ WILSON V. LITTLE, Sapt. 


MERCHANTS WAREHOUSE COMPANY 


Merchandise and New Automobile Storage 


POOL CAR DISTRIBUTION 


LOW INSURANCE RATES 


Write Us for Information and Rates 


South Front, Florida and Georgia Sts. 









S00 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 
Write to Us and Learn About 


“THE ECONOMICAL WAY” 


MEMBER—AMERICAN WAREHOUSEMEN’S ASSN. 


MEMPHIS, TENN. 


CHICAGO, ILL. 


Location—Geographically in the 
heart of Chicago. Ground floor 
space for lease in large or small 
blocks to desirable tenants. 


Fire-Proof—40 Car Siding— 
Free Switching 
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signee is not exempt from liability for demurrage charges for 

detention of cars because detention was caused by strike, re- 

gardless of whether demurrage accrued on interstate or intra- 
state shipment.—Ibid. 

Industrial Switch Track Subject to Regulation: 

(Supreme Court of Illinois.) Railroad and private owner of 
industry cannot by agreement between themselves build a switch 
track and limit its use to certain shippers, but must, when it 
is constructed, open it to public use and regulation without re- 
gard to who paid cost of construction—vVon Oven et al. vs. Chi- 
cago, B. & Q. R. Co., 148 N. E. Rep. 32. 

Agreement Not Affecting Public Use of Industrial Switch Track 
Not Contrary to Public Policy: 

Though railroad and owner of industry cannot limit use of 
switch track built by them, a private agreement or arrangement 
between owner of industry who builds connecting switch and 
railroad, not affecting public use, is not prohibited by law nor 
contrary to public policy.—Ibid. 

Entries on Railroad’s Books Held Not Competent Evidence as to 
Arrangement Under Which Switch Track Was Operated on 
Private Property: 

In action by successors in interest of quarry owners, who 
had constructed connecting switch, to require railroad to make 
compensation for use after cessation in operation of quarry and 
to account for charges made to other shippers, evidence, con- 
sisting of entry in railroad’s books referring to letter written 
by general superintendent and indicating cancellation of agree- 
ment under which track had been constructed pursuant to ar- 
rangement with one whose authority to act for plaintiffs was not 
established, held inadmissible.—Ibid. 

Switch Track Constructed Under Agreement Held Not to Be- 
come Property of Railroad: 

Where quarry owners under license from village contracted 
with railroad for construction of switch track over village streets 
and private property owned by them, and agreed to pay part 
of cost of construction, interest on railroad’s investment, and 
cost of maintenance, held, railroad did not become owner of such 
track and right-of-way on-theory that under law it became part 
of railroad system subject to public use, so as to entitle it, on 
cessation in operation of quarry, to continue using track for 
other industries without paying for quarry owners’ license from 
village, or for use of their private lands.—Ibid. 

Date of Filing of Waiver of Right to Require Railroad to Institute 
Condemnation Proceedings and Election to Accept Compen- 
sation for Property Appropriated Treated as Date of Appro- 
priation: 

Where successors in interest of quarry.owners who had con- 
structed switch track under agreement with railroad in suit to 
recover for railroad’s appropriation of license from village and 
right-of-way filed waiver of right to require institution of con- 
demnation proceedings, and elected to accept compensation for 
property appropriated, held, appropriation should be considered 
as made date waiver and election were filed, and that accounting 
for charges made of other shippers using track prior to such 
date was unwarranted.—Ibid. 


| Personal Notes “a | 


T. J. Murray has been appointed commercial agent of the 
Rock Island at Rock Island, Ill. 

Lloyd O. Miller has been appointed traveling freight agent 
of the Merchants’ & Miners’ Transportation Company at Phila- 
delphia. A. L. Campbell has been appointed to the same posi- 
tion at Pittsburgh. 

A. C. Atkinson has been made commercial agent of the At- 
lanta, Birmingham & Atlantic at St. Louis. E. A. Thomas has 
been appointed commercial agent at Kansas City. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Sioux City has elected the following offi- 
cers to serve until May 1, 1926: President, L. E. Petry; vice- 
president, A. F. Johnson; secretary-treasurer, Ray C. Burke. 
Members of the board of directors are: B. O. Searles, W. H. 
Benn, G. M. Simmons, C. W. Clemens, J. F. Haskins, A. F. John- 
son and Frank Higgins. 











The Los Angeles Traffic Club held its annual election at a 
meeting July 13. The following were elected: President, J. E. 
Light, district freight agent, the Southern Pacific; vice-president, 
E. D. Briggs, traffic manager, the Celite Products Company; 
secretary-treasurer, Allen T. Smith, city freight agent, the Rock 
Island. The following members of the board of directors were 
elected: E. A. Coons, general agent, freight department, Union 
Pacific; J. L. Dee, traveling freight and passenger agent, Bur- 
lington; Harry Dorr, Los Angeles, traffic manager of Norton 
Lilly & Co.; Fred A. Hooper, Los Angeles agent of the American- 
Hawaiian Line; L. J. Prather, general agent, refrigeration de- 
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partment, Santa Fe; R. B. Anderson, traffic manager, Sperry 
Flour Mills; E. K. Nelson, traffic manager, Pacific Pipe & Syp. 
ply Company; L. G. Wilson, traffic manager, Carmichael Traffic 


Corporation; and H. E. Kirkpatrick, proprietor, Internationa 
Music Store. 


LUMBER SHIPMENT 

According to telegraphic reports received by the Nationa) 
Lumber Manufacturers’ Association from 363 of the larger goft. 
wood mills of the country for the week ended July 18, as com. 
pared with 383 mills reporting for the preceding week, production 
shipments and new business continue to show increases. This 
was also true in comparison with the same period a year ago, 

The followinng table compares the national lumber move. 
ments as reflected by the reporting mills of seven regional aggo. 
ciations for the three weeks indicated: 
Corresponding Preceding Wk. 


Past Week Week, 1924 1925 (Revised) 
eee ee 363 357 383 

Production ......... 235,345,443 201,202,520 220,234,578 
Shipments .......... 238,064,679 216,451,307 210,371,743 
Orders (New Bus.). 237,435,242 223,853,173 235,947,963 


The following revised figures compare the lumber movement 


4 the first twenty-nine weeks of 1925 with the same period of 
1924: 


Production 


Shipment Orders 
_ ES ee 7,040,238,118 6,949,506,482 6,794,024,805 


eT rd 6,798,473,650 
241,764,468 


6,728,224,750 
221,281,732 


6,388,302,552 
405,722,253 





FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended July 18 totaled 21,591 cars, as compared with 20,381 cars 
(revised) the preceding week and 22,721 cars in the correspond- 
ing period of 1924, according to the Bureau of Agricultural Eco- 
nomics of the Department of Agriculture. The shipments were 
reported as follows: 

Apples, 604 cars; cabbage, 87 cars; cantaloupes, 2,298 cars; 
cauliflower, 8 cars; cherries, 157 cars; cucumbers, 349 cars; egg- 
plant, 13 cars; grapes, 135 cars; celery, 90 cars; grapefruit, 
19 cars; lemons, 447 cars; lettuce, 506 cars; miscellaneous 
melons, 157 cars; mixed deciduous fruits, 309 cars; mixed vege- 
tables, 566 cars; mixed citrus fruits, 39 cars; onions, 357 cars; 
oranges, 469 cars; peaches, 4,153 cars; pears, 753 cars; plums 
and prunes, 168 cars; peppers, 66 cars; string beans, 7 cars; 
sweet potatoes, 130 cars; tomatoes, 560 cars; watermelons, 4,794 


cars; potatoes (1925 crop), 4,310 cars; potatoes (1924 crop), 40 
cars. 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended July 11 is 
estimated by the Bureau of Mines at 8,631,000 net tons. Anthra- 
cite production is estimated at 1,854,000 tons. 

Shipments of bituminous coal from Hampton Roads dropped 
to 417,932 net tons, a decrease of about 5 per cent from the 
preceding week. There was an increase of about 20 per cent in 
the “other coastwise” shipments, but this was more than offset 
by decreases in all the other cargo shipments. 

The total dumpings for the 1925 calendar year to date are 
still about 20 per cent greater than in the corresponding period 
of 1924 and 16 per cent ahead of 1923. 

Total dumpings over tidewater piers during the~month of 
June amounted to 3,147,136 net tons, the highest monthly record 
since December, 1924. Compared with May, 1925, the June tide- 
water dumpings showed a gain of about 10 per cent, the largest 
proportionate increases being in the Baltimore & Charleston 
dumpings. 

Bituminous coal dumped into vessels at Lake Erie ports to- 


taled 850,504 tons the week ended July 12. Anthracite shipped 
totaled 61,644 tons. 


COST OF LOCOMOTIVE FUEL 


A tabulation prepared by the Bureau of Coal Economics of 
the National Coal Association, from figures reported by Class I 
railroads to the Commission, for May show a sharp drop in the 
average cost of coal used by those railroads in locomotives in 
transportation train service. The average cost of that coal, 
which represents the invoice price paid at the mine plus any 
freight charges incurred, was, for the United Sttates as a whole, 
$2.73 per net ton. For the Eastern district it was $2.79; for the 
Southern district, $2.22; and for the Western district, $3.04. 
These averages indicate a decrease in cost per ton from the 
previous month of 6 cents in the Eastern district; 9 cents in the 
Southern district; 5 cents in the Western district and 6 cents 
for the entire United States. 

Compared with May a year ago, when locomotive fuel costs 
were at a low level, the reduction in the cost of locomotive coal 
to the railroads was even more striking. The averages for May 
of this year were 35 cents per ton less for the Eastern district; 
47 cents less for the southern district; 21 cents less for the 
Western district and 34 cents less for the United States. 
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mt Transportation Building, Washington, D. C. 


Most Successful Shippers 


Use Signode Steel Strapping 
: THE NEW NICOLLET HOTEL BECAUSE IT PAYS 


253 Gillette, Eastman, Sears-Roebuck, d thousands of the na- 
MINNEAPOLIS Gen's "taenk successful waneuien in’ all Sees of business use 
The Northwest’s finest hotel. 600 Rooms with bath or Signode the Sealed Steel Strapping. 
' i very i Because they can use a lighter container and still have a 
ek ee Ev room an outside room. Largest and safer pe ne Maa pi ae saving in freight. 
II's est ballroom in Northwest. 

Because Signode protects the shipments from damage and 
nd- Every facility for luncheons, banquets and meetings, pilfering, and last but not least, because it is easily and 
> from the small meeting up to 1500 capacity. quickly applied. 
re Write for sample coil and tools 

59 Rooms at $2.00 257 Rooms at $3.50 Test it in your own Plant without obligation. 
rs; 68 Rooms at $2.50} RATES j 41 Rooms at $4.00 TEEL STRAP 
gg. 84 Rooms at $3.00 : 38 Rooms at $5.00 2613 N. come ——— ° ~e ee ae U.S.A. 
iit, Suites and Special Rooms at $6.00 to $9.00 OFFICES IN ALL PRINCIPAL CITIES 
* MAIN DINING ROOM—COFFEE SHOP 
rs; MUSIC and DANCING by the FAMOUS Osborn Orchestra 
ro 3 Blocks from both Depots, Retail Center and Wholesale Center 
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228-36 WEST FOURTH STREET 











204 THE TRAFFIC WORLD 





Vol, XXXVI, No. 4 


Industrial Traffic Departments 


Twentieth of a Series of Thirty Articles on the Organization and Management of Industrial ang 
Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, Ph. D, 
Assistant Professor of Commerce and Transportation, University of Pennsylvania 


Traffic Departments in the Foreign Trade Field—Part I. 

Growing interest on the part of American business men and 
the complexities of shipping procedure in the foreign trade field 
have combined to give prominence to another phase of traffic 
management. When the foreign trade of the United States was 
in its infancy, manufacturers were content, for the most part, 
to leave the handling of the exportation and importation of their 
goods to foreign trade merchants or commission houses at the 
ports. These concerns attended to the details of export and 
import shipping themselves or retained freight forwarders or 
brokers to do it for them. Manufacturers and domestic men 

ORGANIZATION 
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WITH AN 
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Stenographers 


supplying goods to the exporting concerns, attended to the for-. 
warding of the goods to the ports and treated the matter, as a 
transportation and traffic problem, very much as though it were 
a domestic shipping transaction. The regular traffic department 
personnel, with, perhaps, the addition of a clerk attending espe- 
cially to the details in connection with car supply, routing, and 
expediting the shipments to the ports, handled the export traffic 
as part of the regular traffic work. Import traffic was handled 
in much the same way, the traffic department of the purchaser 
-elying on the import houses and the customs house brokers, to 
enter and forward the goods at the ports, and the buyer’s indus- 
trial traffic department handling the movements from the ports 
to the factory or warehouses of the buyer. 

With the advent of the larger American producers of food- 
stuffs and specialties into the foreign field as direct exporters, a 
ehange occurred in the transportation policies of such exporters, 
as well as changes in their sales policies. Direct sales methods, 
involving the establishment of exclusive agencies and branches 
abroad, were attended by the installation of export departments 
at the home office or at the principal port of export. In some 
cases, the export departments handled all details in connection 
with export orders, including the traffic and transportation work 
incident to obtaining cars for the export shipments, routing 
freight through to final foreign destination, execution of domestic 
rail or water bills of lading, tracing and expediting goods to the 
ports, arrangements for space aboard ships, placing of marine 
insurance, lighterage arrangements from wharves to _ ships, 
ocean shipping documents, warehouse arrangements at ports, 
foreign rail movement abroad—in brief, all the multitudinous 
duties connected with placing the goods in the foreign country. 


Other large exporters gave the general traffic department 
jurisdiction over all traffic and transportation problems, includ- 
ing the arrangements in connection with export traffic. Other 
concerns, especially the smaller or irregular exporters, still 
leave the management of their export traffic to freight brokers 
and forwarders—so that there are three major types of traffic 
and transportation organizations functioning in connection with 
traffic and transportation problems in the interests of American 
manufacturers and merchants. The first class includes the gen- 
eral traffic departments organized with sub-departments or bu- 
reaus equipped to handle export and import traffic. The second 
class of organization consists of the foreign traffic departments 
attached to exporting and importing concerns devoting all their 


attention to export and import traffic. A third group includes 
the traffic departments of foreign forwarders and brokers hap. 
dling import and export traffic for a number of concerns. 

Foreign Traffic Bureaus in General Traffic Departments 

Several of the traffic departments discussed in previous ar. 
ticles may be regarded as typical of the numerous departments 
equipped with foreign trade sub-departments. 

The packing house, the traffic department organization of 
which was outlined in Article No. 12, has an import and export 
bureau attached to the traffic department equipped to handle 
the through movement of export and import shipments from 
shipping point to final destination. The traffic department super. 
intends the movement of the company’s traffic from the time the 
meat is on the hoof in Texas until it is delivered as canned 
corned beef to the distributors in England or China. The regu. 
lar domestic traffic organization handles the movement of the 
goods up to the packing house and arranges for car supply and 
other details incident to forwarding the products from the plant, 
From that point the export traffic men take charge of the goods 
and arrange for clearance through the ports, as well as booking 
space aboard ship, marine insurance, and other details involved 
in ocean forwarding. 

Records of export shipments are usually kept separately 
from domestic traffic records and separate correspondence files 
are maintained. 

Import traffic is supervised in similar fashion by the import 
branch of the sub-department. Records, files and other import 
data are kept, as a rule, separately from the export and from 
the domestic end of the business. 


Many of the manufacturers of specialties have been pioneers 
in the export traffic field as well as in the field of export selling. 
The traffic department of the specialty manufacturing establish- 
ment, outlined in Article No. 10, has a twofold export traffic 
bureau attached to the general traffic department. At the plant, 
at an inland city, is an export shipping department, in charge 
of a sub-department chief, which attends to the placing of marine 
insurance, pays marine insurance premiums, and presents claims 
for loss or damage to insured foreign shipments to the insurance 
companies covering the risks. All shipments destined to foreign 
points aré packed, marked, weighed, and checked under the 
supervision of the plant foreign shipping office. Domestic bills 
of lading are prepared to carry the goods to the port of export, 
if the goods are’ to be moved by the rail and ocean carriers, un- 
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der separate rail and ocean bills of lading. Shipments to be 
forwarded under the provisions of through export bills of lading 
contract are prepared in the same manner for shipment and the 
initial forwarding carrier notified, so that space aboard the 
steamship may be obtained and the ocean rate quoted by the 
inland rail carrier. After satisfactory rate arrangements have 
been made by the rail line and accepted by the shipper, and 


July 25, | 


It 





NE\ 





4 


July 25, 1925 





INDIANAPOLIS, IND. 





TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 





Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 


NEW ORLEANS, LA. 


NEW ORLEANS 


In the heart of the 
Commercial District 


at New Orleans we have a distrib- 
uting depot for package freight, 

operated for the particular serv- 

ice of the traffic manager by a 

specialized organization that 
will handle orders as 
promptly and efficiently 
as your own ship- 
Central ping depart- Shipside 


ment, 
Distributing Terminals 
Wareh 
arehouses Alabo Warehouse 
The only public warehouse 
in New Orleans on the water 


front — wharf facilities for 
the largest ocean steamers 


COMMERCIAL 
WAREHOUSES 


Commercial Warehouse 


The most centrally located 
warehouse in the city 
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DECATUR, ILL. | 





Parke 


WAREHOUSES 


Before you decide on your Illi- 
nois distribution investigate our 
facilities, service and low rates 
to Illinois points— 


PARKE WAREHOUSES 


Decatur, Illinois 


STORAGE AND DISTRIBUTION 


CENTER OF DISTRIBUTION 


OMAHA 


EVERYWHERE WEST 


TRIMBLE WAREHOUSE 


New concrete construction. Absolutely fireproof. 
Unlimited floor capacity. 


An ideal location in the heart of the Middle West for 
brokers and manufacturer’s representatives. 


Private offices, freight and passenger elevators. 
Ventilated and cold. storage for perishables. 


Free switching from all Carriers to our team tracks 
and docks. 


Storage in transit on all transit commodities. 
Pool car distribution. 


TRIMBLE WAREHOUSE CO. 


8th and Jackson St. Omaha, Nebr. 
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the rail line has engaged space on a definite sailing for account 
of the shipper, through export bills of lading are executed by the 
railroad representative and the representative of the plant ex- 
port shipping bureau. 

Arrangements are made for loading all export carload ship- 
ments so as to assure proper “out-turn” of the car at the port 
and the cars are billed so as to obtain the benefit of free lighter- 
age from cars to vessels. If the cars are forwarded via ports 
at which shipside delivery can be obtained in place of lighter- 
age, the freight is billed so as to obtain the desired wharf 
delivery. 

In case exports are to be made to countries requiring special 
licenses or other authorization, or if export licenses are neces- 
sary from the United States government, the plant export ship- 
ping bureau attends to procuring such documents. 

All export shipments are recorded apart from domestic busi- 
ness and the port export shipping office is advised as soon as 
the goods are forwarded. Each export shipment is thoroughly 
checked by the plant export shipping force, so that the goods, 
as actually forwarded, may conform as to quality, quantity, 
method of packing, routing, marking, and weight notations, with 
the customer’s instructions as contained in the orders or cor- 
respondence requesting special treatment. 

Bills of lading, insurance certificates, and other documents 
necessary to obtain settlement on the order are transmitted to 
the sales department, so that all documentary evidences of ship- 
ment and invoices may ultimately be consolidated and cléared 
through the banks handling the financial settlement between 
vendee and vendor. 

A branch of the export shipping bureau is maintained at 
the port of export most used by the concern—New York. From 
this office movements of traffic via the other north Atlantic ports 
—Boston, Philadelphia, and Baltimore—can be conveniently 
supervised. A chief clerk is in charge of the office at the port 
and he and his subordinates arrange for delivery of shipments 
to steamers and attend to the payment of charges due on the 
movement up to the port, when unpaid at origin, and for ocean 
freight charges on shipments forwarded f. o. b. destination, c. i. f. 
port of export, or on other bases requiring payment of ocean 
freights by the shipper. Lighterage services are arranged, in 
case final arrangements have not been made by the plant export 
shipping office, cartage, warehouse and demurrage arrangements 
are made and settled for. Contracts are made with steamship 
lines or with brokers for steamship space, and ocean bills of 
lading are obtained to cover shipments not covered by through 
export bills of lading. 

Permits are obtained from the offices of the railroad serving 
the ports when embargoes prevent the free movement of goods. 
Shipments are traced and expedited so as to assure delivery of 
goods to steamers in time. In this the plant and the port offices 
of the bureau work in conjunction one with another, the efforts 
of the plant office being directed toward hurrying shipments for- 
ward by arranging with the originating carrier, and the port 
office seeking to draw the goods toward the port by enlisting 
the aid of the delivering carrier. 

The chief clerk and his subordinates of the port section of 
the bureau are responsible for the proper performance of their 
duties to the sub-department head in charge of the plant foreign 
shipping bureau. The latter, in turn, is one of the group of 
sub-department heads who report to the traffic manager, which 
group includes the heads of the rate bureau, the domestic ship- 
ping room, the receiving room, and the secretary, or office man- 
ager, of the department. The division of authority and the 


relationship of the sub-department heads is shown in the accom- 
panying chart. 


Differing slightly from the export and import shipping or- 
ganizations, discussed previously, are the organizations that at- 
tend to all matters connected with ocean shipping, whether in 
connection with import, export, or coastwise domestic traffic. 
The general traffic department of a large eastern chemical manu- 
facturing Company attends to the preparation and rail movement 
of export and import traffic. A steamship division or bureau, 
within the traffic department, attends to the chartering of ves- 
sels, engaging space aboard vessels for less than shipload traffic, 
verifying vessel demurrage statements, and performing other 
similar duties in connection with coastwise and inland water 
transportation as well as with import and export traffic between 
the plants of the company in the United States and the west 
coast of South America. Arrangements for placing marine in- 
surance coverages, reporting of losses, and collection of losses 
from the insuring companies are also attended to by the steam- 
ship division, through the assistant traffic manager in charge of 
insurance and office management. 

A general export department at New York attends to the 
commercial export work of the corporation, including export 
traffic work. Subordinate export traffic employes in this organ- 
ization are in charge of a chief who reports to the general traffic 
manager at the home office and co-operates with the head of 
the steamship division at the home office of the corporation. 

Import traffic is supervised by the steamship division, for 
the most part. Import cargoes are loaded by foreign agents of 
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the corporation in conformity with the provisions of the charte; 
parties under which the vessels are engaged. These contracts 
are entered into by the owners of the vessels and the steamship 
division of the traffic department, regardless of the ports where 
the vessels are to be loaded and discharged, and the terms of 
the charter parties are cabled to the forwarding agents. 

Stevedoring arrangements at the foreign ports are made by 
the agents of the company at the port of embarkation, and fyj 
reports of loading tonnage, time of sailing, and date due at 
first port are made to the steamship division, and full sets of 
shipping documents are forwarded to this office. 

Vessels are diverted to various ports, depending on where 
the goods are needed by the steamship division, appropriate 
orders to accomplish such diversions being sent ‘to the vessels 
or Offices of agents of the company at homeward ports of call, 

The cargoes are discharged and distributed by agents of 
the company at various Atlantic, Gulf, and Pacific ports, in a¢. 
cordance with instructions emanating from the steamship diyj- 
sion. Full sets of bills of lading, charter parties, consists, ang 
other shipping documents are furnished to these agents and 
arrangements are made for barges or lighters, whenever neces. 
sary, by the home office steamship division. 

Steamship agents, forwarders and stevedoring contractors, 
acting as agents of the company at the ports, receive their 
instructions from the steamship division and attend to the prep. 
aration of drafts on buyers of the imported goods, prepare 
inland rail or water carrier bills of lading, obtain necessary 
cars to accommodate the out-turn of the vessels, and report 
progress of discharge and other facts connected with receipt 
and distribution of cargoes to the central organization. 

Traveling inspectors of the steamship division are placed in 
charge of discharge of important cargoes, from time to time, 
especially when such action and supervision will result in cut- 
ting down vessel demurrage. Progress reports are made by 
these inspectors, daily, and their work is directed by instruc- 
tions from the chief of the steamship division. 

Other duties of this division include the supervision of cus- 
toms and preparation of documents necessary to importation. 
Coastwise movements of bulk commodities in solid vessel lots 
are arranged for, chartering the necessary vessels, contracting 
for loading and forwarding by agents at the ports of origin, and 
arranging for discharge and distribution by other agents at the 
destination ports. Less than vessel lots of goods between ports 
in the United States are also moved under the supervision of 
the steamship division. Vessel space is obtained, rates con- 
firmed, and movement arranged for by employes of the division, 
aided by forwarding agents and brokers at the various ports. 
Inland water traffic, by river, canal, and Great Lakes carriers, is 
supervised in similar fashion. 

The amounts of marine insurance to be placed on goods 
moved in foreign or domestic trade by ocean or inland waterway 
carriers are determined by the steamship division, and arrange- 
ments for placing the coverages are made by the assistant traffic 
manager in charge of insurance and traffic management. 

The commercial export division at New York attends to 
all other duties connected with import and export traffic not 
attended to by the steamship division at the general offices. 
This office instructs shippers of goods for export how the freight 
should be marked, packed and protected and as to the proper 
forms to be prepared to accompany the freight. Written in- 
structions setting forth the precise shipping terms, packing and 
marking specifications, and shipping papers are prepared to 
guide shippers of goods to be exported to each country to which 
the corporation exports heavily. The export requirements’ in- 
structions, applying to and made a part of terms of purchase 
of materials for shipment to Chile, may be regarded as typical. 
A resume of these instructions indicates the painstaking care 
taken by this corporation to guard against errors and misunder- 
standings in its export trade. 

The division of responsibility and the co-ordination of the 
work of the steamship and commercial export divisions of the 
general traffic department may be best illustrated by the ac- 
companying organization chart. 


BOND OF G. C. & S. F. 


The Commission has authorized the Gulf, Colorado & Santa 
Fe Railway to issue one registered general mortgage 6 per cent 
gold bond, in the denomination of $17,000,000, and to deliver the 
bond to the Atchison, Topeka & Santa Fe in satisfaction of 4 
like amount of indebtedness of the applicant to the Santa Fe. 
A protest of the state of Texas was overruled, the Commission 
following previous decisions in similar cases in which the Santa 
Fe subsidiaries were authorized to issue bonds to the parent 
company in satisfaction of indebtedness. The Santa Fe owns 


the capital stock of the G. C. & S. F., excepting directors’ shares. 


The report said that it appeared that, between January 1, 1896, 
and December 3i, 1923, the applicant made expenditures, not 
heretofore capitalized, for acquisition and construction of rail- 
road properties, and additions and betterments, aggregating $17,- 
141,405.73, of which $6,375,664.31 was expended from income and 
$10,765,741.42 from advances by the Santa Fe, 
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SPOT STOCKS 


in our warehouse 
are ready for immediate delivery and 


HELP MAKE SALES 


in this territory. 
MAY WE SERVE YOU? 


Metropolitan Warehouse Company 
operated in conjunction with 
CALIFORNIA TRUCK COMPANY 
P. O. Box 570, Arcade Station 


LOS ANGELES 


THE DISTRIBUTING CENTER 
of the 
PACIFIC SOUTHWEST 


pACIFIC 
Ck CARIBBE ee > 
ULE LINZ 


DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 
between 


NEW ORLEANS — MOBILE 
GALVESTON— HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
ont ee issued from Gulf Ports te Hawaii, Australia, New 

Dutch Indies, for Transshipment at San Francisce. 
bills Pacific 
Ren bee ot ee Perte 
Rates quoted, bookings and other information furnished upon application 
THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bidg. SWAYNE & HOYT, Ine. 18 Moore 
Galveston, Tezas 430 Sansome St., San Francisco, Cal. Ne Yen Guy 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 


TO 
Havana and Santiago, Cuba 

JAMAICA COLOMBIA 

Cartagena 

Puerto Colombia 

Santa Marta 
COSTA RICA 

Port Limon 
ALSO 

Ports of Guatemala 


and British and 
Spanish Honduras 


CANAL ZONE 
Cristobal 


PANAMA 
Bocas del Toro 
ee ee ee via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


17 Battery Place New York, N. Y. 
god Ss Charles Street New Orleans, La. 


ton, M 
Marquette Building 
Huff Shipping Gaeniaie 


Ship by Water 


‘(DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Asean Gotten Giemn tne 
Baltimore, Md. i Pa. ae 


indies esau pias ae piin 6'GiM, ots 














U. S. OCEAN-BORNE COMMERCE 


American vessels in May carried 35.2 per cent, by value, of 
domestic exports of the United States, as compared with 39.3 
per cent in May, 1924, according to the monthly summary of 
foreign commerce issued by the Department of Commerce. 
American vessels carried 34.6 per cent of the imports in May 
as against 35 per cent in May, 1924. The detailed figures follow: 


DOMESTIC EXPORTS AND IMPORTS, BY METHOD OF CARRIAGE 





May 
Domestic exports Imports 
1924 925 1924 
1,000 dollars 1,000 dollars 1,000 dollars 1,000 dollars 
a eee 325,839 362,757 302,987 327,416 
Land vehicles .. 46,261 57,887 29,206 27,672 
Parcels post ... 2,23 2,166 8,382 9,773 
VOSsels. ccccceces 277,341 302,704 265,399 289,971 
Amer. vessels (total) 109,138 106,425 92,758 100,304 
Foreign vessels..... 168,203 196,279 172,641 189,667 
DER ceececes 2,220 2,4 771 ,008 
British ......e.. 92,708 105,009 87,597 99,197 
EE. “eve der oie 5,972 »25 4,807 435 
ee eee vvlae 6,889 14,655 8,369 6,846 
Se 7,820 ,642 10,277 11,141 
German ........ 13,516 10,339 6,772 3,920 
Italian 7,143 11,776 5,556 5,503 
Japanese 9,617 7,575 20,984 31,909 
Norwegian 9,406 9,396 17,697 15,524 
Spanish ........ 4,922 4,057 2,186 1,477 
Swedish ........ 4,525 4,614 2,514 3,039 
All others ...... 3,465 7,524 5,111 6,668 
Per cent of water borne— 
In Amer ican 
vessels ..... 39.3 35.2 35.0 34.6 
In foreign ves- 
WEEE cescccus 60.7 64.8 65.0 65.4 


Eleven months ending May 
Domestic exports 


1924 925 1924 1925 
1,000 dollars 1,000 dollars 1,000 dollars 1,000 dollars 





Grand total......... 3,924,813 4,463,641 3,280,036 3,499,217 
Land vehicles... 525,598 492,812 346,457 325,200 
Parcel post..... 8,26 21,428 95,510 103,082 
Vessels ....eee06 3,390,952 3,949,401 2,838,069 3,070,935 

Amer. vessels (total) 1,337,077 1,437,059 925,692 965,709 

Foreign vessels .... 2,053,875 2,512,342 1,912,377 2,105,226 
Belgian ..ccsee. 33,223 35,905 8, 8,766 
BPMIER cccccéees 1,148,186 1,360,466 998,191 1,139,041 
DEE. ‘vec cecees ‘ 59,71 ,228 58,406 53,724 
BEET wdcvvevess 89,476 149,575 86,629 94,376 
ene 91,514 120,485 132,402 128,380 
EE saveseee 128,706 143,872 69,010 67,266 
0 er 94,415 127,315 57,622 57,871 
Japanese 160,153 155,635 217,390 286,772 
Norwegian ... 102,393 140,973 183,319 149,386 
BORGER icvesecs 55,466 65,186 19,7 13,768 
a | ee ,611 50,777 31,296 33,400 
All others 47,013 70,925 49,811 72,476 

Per cent of water borne— 

In Amer ican 

vessels ..... 39.4 33.4 32.6 31.4 
In foreign ves- 

BOIS cccccece 60.6 63.6 67.4 68.6 
1 Figures cover period beginning Jan. 1. 


TONNAGE CAPACITY OF VESSELS ENTERED AND CLEARED 
IN FOREIGN TRADE 


May 
Entered Cleared 
1924 1925 1924 
1,000 tons 1,000 tons 1,000 tons 1,000 tons 
CN IN Co iaicdetenbecueumaneeae 6,551 5,722 6,464 5,957 
WEES GOOD ccccccuceect ates 4,631 4,151 5,076 4,743 
| a ee eee eeece Beene 1,571 1,388 1,214 
Seeenm CIGGRD) «oon ccimvecenecin 3,324 2,406 3,242 2,439 
OD ee eee eee 2,215 1,851 2,267 1,749 
BEL Sneccnneteseceencous 1,109 555 975 690 
po aaa ere re 3,227 3,316 3,222 3,518 
WHEE GOTH i dcccsccces hewdebte 2,416 2,300 2,809 2,994 
SP WEG: Vatveseteteeevevscess 811 1,016 413 524 
Per cent American vessels. 50.74 42.05 50.15 40.95 
Per cent foreign vessels.... 49.26 57.95 49.85 59.05 
Eleven months ending May 
Entered Cleared 
” 1924 1925 1924 1925 
1,000 tons 1,000 tons 1,000 tons 1,000 tons 
i ere 61,344 62,200 61,825 63,600 
With CATBO coccccscccccce eoee 44,688 44,857 7,575 50,246 
Me GEE Goscccuseervecesesur 16,656 17,343 14,250 13,354 
Monerings Gotal) «2... cvtessosvces 26,382 26,109 26,820 26,566 
WUC COENO™ cv ede ccceceticsecs 20,025 19,195 17,718 18,546 
Tm WRT 2 cccccevese See we 6,357 6,914 9,102 8,020 
PL OUND gic accteeneceeséae 34,962 36,091 35,005 37,034 
po eee See ee 24,663 25,662 29,857 31,700 
TR DOMME, 0th gece cecdeste ces 10,299 10,429 5,148 5,334 
Per cent American vessels. 43.01 41.96 43.38 41.83 
Per cent foreign vessels.... 56.99 58.04 56.62 58.17 


PARCEL POST SERVICE 


“An agreement has been made for the inauguration of 
C. O. D. service between Mexico and the United States beginning 
August 1, 1925,” says the Post Office Department. “For the 
present at least this service will be available only to registered 
parcels and registered samples of merchandise exchanged be- 
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tween money order offices, domestic and international, in each 
of the countries. 

“The amendments to the postal laws and regulations fixing 
the C. O. D. fees and special instructions for the institution of 
this service with Mexico are now in course of preparation anq 
will be published in a few days. 

“An international insurance service with Canada began Jan. 
uary 1, 1923, for parcels of merchandise. 

“A parcel post insurance service with Great Britain anq 
Northern Ireland was put into operation October 1, 1924. 

“Numerous other foreign countries have requested the jp. 
auguration of the international insurance or C. O. D. service, or 
both, and it is anticipated that a number of additional agree. 
ments with other foreign countries will be made within the next 
year. 

“International special postal services are being inaugurated 
between the United States and foreign countries as rapidly as 
practicable. 

“The C. O. D. service with Mexico is the first international 


C. O. D. service to be inaugurated by the United States with any 
foreign country.” 


QUESTION AS TO FORD BID 


The Traffic World Washington Bureau 


Because several members of the Shipping Board have doubt 
as to whether the board has power, under the merchant marine 
act, to sell for scrapping vessels not declared obsolete or dam- 
aged, the board has asked President Coolidge to have the Attor- 
ney-General prepare an opinion on the subject. The question 
arose when the Ford bid for 200 vessels for scrapping was under 
consideration. Action on the bid will be deferred until the opin- 
ion is obtained. 

Commissioner Thompson, one of the commissioners raising 
the question as to the board’s power, said he would vote for 
acceptance of the Ford bid if it was held that the board could 
sell, for scrapping, vessels not found obsolete or damaged. 

Although the vessels on which Ford bid have not been de- 
clared to be obsolete or damaged, they have been regarded as 
unnecessary for the development of the American merchant 
marine and as not fit for economical operation. 

President Palmer of the Fleet Corporation recommended 
to the Shipping Board that it accept the bid of $1,706,000 sub- 
mitted by the Ford Motor Company for the 200 vessels offered 
for sale by the board for scrapping. The board considered the 


recommendation at its regular meeting July 21, but deferred 
action at that time. 


OCEAN CHARTER RATES 


The Trafic World New York Bureau 


A tendency to wait for lower prices on wheat is affecting 
European buying for September, October, and November ship- 
ment and, consequently, the charter market remains rather in- 
active, but it is expected that when demand does develop there 
will be a scramble for tonnage that may carry rates above the 
13-cent basis. Plenty of tonnage is reported available for 
August at 13 cents. Continent and 16 cents Mediterranean. Sugar 
and coal demand has been accounting for some of the free 
tonnage. Both Montreal and west Italy have been in the market 
for coal. Freights to both the Continent and the Mediterranean 
on coal have advanced sharply. The former range from $2.25 to 
$2.50 and the latter $2.80 to $3. 

The grain trade is still somewhat perplexed as to the prob- 
able effects of the new German import tax on grain, effective 
August 1, and is watching closely the latest Canadian crop 
estimates which indicate a yield in excess of 365,000,000 bushels 
of wheat. Tankers have been somewhat easier in the last 
week. The sugar outlook is reported to be very promising from 
the vessel owners’ point of view. 


APPROVE INTERCHANGE 


The Board of Railway Commissioners for Canada has ap 
proved the application of the Corporation of Brighton, Ontario, 
for switching facilities between the Canadian Pacific and the 
Canadian National at Brighton. The Canadian Pacific agreed, in 
the first instance, to the establishment of such service and was 
willing to share equally with the Canadian National in the cost 
of construction. In a report made by the board’s traffic depart- 
ment, it was recommended that the town of Brighton contribute 
$500 toward the total cost of $7,000 and that the remainder be 
divided between the two roads, the Canadian Pacific paying two 
thirds and the Canadian National one-third. The Canadian Na@- 
tional at the hearing maintained that no case had been made for 
the establishment of switching interchange -and contended that, 
if it was to be found justifiable, no part of the cost should be 
charged to the Canadian National. The board, in approving the 
application, took into account the town of Brighton’s contribu- 
tion of $500 and assessed the remainder of the charge on the two 
roads on the basis of 20 per cent for the Canadian National and 
80 per cent for the Canadian Pacific. 
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UNITED STATES 


SHIPPING BOARD 


AND SCHEDULES OF STANDARD 
OCEAN AND LAKE LINES 
FOR CARGO AND PASSENGER SHIPS 


PUBLISHED WEEKLY IN 


Official Railway Guide 
of Chicago 


Also Other Valuable Information for 


EXPORT AND DOMESTIC 


TRAFFIC MANAGERS 


Issued Weekly $6.00 the Year 
A Reliable Traffic Aid for 2c a Day 
ESTABLISHED 1872 USE COUPON BELOW 


THE SHIPPERS’ GUIDE CO., INC. 
623 Plymouth Court, Chicago, Illinois 


Send us on approval a sample copy of the Official Railway 


Guide of Chicago. 








The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. 









































The Traffic Service Corporation 


310 Mills Building 
WASHINGTON, D. C. 
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Rochester, Ellwenger 





New York—California 


Fastest Service by Sea 
1 5 days Passenger and Freight 
Itinerary: New York — Havana — Panama Canal— 
Balboa — San Diego (Westbound) — Los Angeles — San 
Francisco 


Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian ports. 

” automobiles accepted uncrated as baggage 
at moderate charge. All steamers equipped for refriger- 
ator cargo. 

Proposed Sailing Dates 
Westbound from New York Eastbound from San FranciscomLos Angeles 


S.S. Mongolia, _ 30 S.S. Manchuria, Aug. 8 —- 10 
S.S. Finland, ug. 13 S.S. Mongolia, Aug.22 Aug. 24 
S.S. Manchuria, Fo 3 S.S. Finland, Sept. 5 Fm 7 


ag 


“0S 
— — ~ 


Pane Paciric LINE 


INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Tel. Bowling Green 83¢ 8300 
Cc . 327 So. La Salle St. 
ber of Commerce ae 


Bldg. Baltimore, ham 
& Barry Bldg. West Coast Agents, Pacific Steamship 


EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S.S. A. L. KENT 
Baltimore 


Sailings every two weeks thereafter 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
aoe A #8, ow St , 


Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 
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NEW CLASSIFICATION APPROVED longer cars they are subject to a higher minimum. In the ney 


classification the rule will apply only on those articles specj 
The Trafic World Ottawa Bureau made subject to the provisions of rule 7, which will give a 

The Canadian Board of Railway Commissioners has issued more restricted application, including only freight of light and 
an order making effective, October 1, the new Canadian Freight bulky character. It applies the same minimum weight whethe; 
Classification No. 17, the main judgment, by Assistant Chief loaded in a 36-foot or 50-foot car with respect to all freights not 
Commissioner McLean, covering 111 pages. It says the revision made subject to the rule. 
involves both increases and reductions and, taken as a whole, in Section 2 of rule 13 reads: 
no way increases the aggregate cost of transporting goods and 


will probably have the reverse effect. Taking the classification fully Incded eee rag vee lle SR akisel Geaeat ees a not 

as a whole, the number of increases is less than the decreases. is forwarded without other freight therein, the shipment will be 
The general order of the board approving the application charged for as a carload. 

of the Canadian Freight Association makes its approval subject a . 5 

to the changes prescribed and authorized by the judgment of Objection was made to this rule as not being clear, and it 


the board of June 15, 1925, which is made part of the order, to 4S Proposed to add we words, “by the shipper,” after the word, 
become effective on thirty days’ notice after the date of issue. pg vag rte wath tatgy ‘ ‘ 
Assistant Chief Commissioner delivered the judgment Rule 15 is known as the minimum ane rule. It provides 
and there was also a judgment, partially dissenting, by Com- that “the minimum charge for a sing e shipment of less-than- 
missioner Oliver, in which he took the position that mixing carload freight between any two stations of one carrier will be 
of all goods of the same class should be permitted in making 100 pounds at first-class rate, but not less than 50 cents. It 
up carloads for distribution at western points; that electric was proposed to substitute for it the rule in the Consolidated 
stoves should be restored to the rate and: group which includes ingen 7 oe in _ — eg The gang. 
wood, coal, gas, oil and other stoves; that the placing of rubber ‘° se cae . aaah wie ao _ oe one = Poo > urtner rep- 
flooring in a higher classification than linoleum was unjust dis- pga aan rs _s e = —_> og h = ny “ ot een in effect 
crimination; and that the application of the Crown Cork and wed ed ee poi ye 7. - ee Ee Sees Gey ome or tus 
Seal Company to have bottle caps removed from the new group sae aiecd ot tana ty hor this atateenineath 
classification should not be granted, as it would create higher ,, ags and bagging, under the old Classiiication, were under 
rates for the west than for the east. groceries” and ‘hardware.” Under the new classification they 
Commissioner McLean reviewed the history of the new clas- will not mix in carloads of groceries and hardware. It is stated 
sification thoroughly. It began in 1914, was delayed by the war, ‘hat the few protests made were not followed up and that the 
was renewed in 1916, and carried on thereafter to a conclusion. — classification is acceptable to the hardware and grocery 
About 150 days were devoted to meetings, which received wide — : ig 
publicity, the result being that, through the use of round-table On nee pam jn nee reggae: Repent te ad Peguanapaee: 
methods of discussion, satisfactory conclusions were reached in C#@Tload we = ge tae ar A. Th aie = 
many cases. The number of items still in dispute are relatively ‘he rating from fifth to fourth class. e result will be about 
few. Commissioner McLean says: the same so far as charges per car are concerned with respect 


to shipments between points in eastern Canada, though in west- 
ain imum weights are. in various inmanieen, Sroposes. to be ern Canada it will mean a reduction. Practically all the broom 
ncreased, ere are a tew exceptions where the matter stood to ¢orn moving to points in eastern Canada is imported from the 
be dealt with by the board. In the cases agreed upon, there is ¢ : 
nothing in the allegations made to show where the increases were United States under the Official or Western classifications, which 


unreasonable, taking into consideration commercial conditions and provide a carload rating of third class, minimum 18,000 pounds. 
increased power of car loading. In fact, 


é the average loading . McLean says: 
apyrentmates closely Fag eg ym b hex ire poset in Classifi- = : ~~ 
cation No. i is believed that the revision, taken as Mr. Ransom (for the Canadian Freight Association ) alleged 
Bat rg = i. rat tien ae in the aggregate, the —* v4 9 el that the only shipments moving within Canada under the provi- 
9 ae eee over t While 3 +14 o m4 “at fhe yeeene y have sions of the Canadian Classification covered instances where the 
everse eitect. lle e volume of traiiic in the varliouS shipment was consigned from its United States point of origin 
articles affected is very controlling, as a matter of information to a point in Canada short of destination and reforwarded hence 
it Some ve stated that, — the eee = 162 — the to final point of destination, the handling in this manner producing 
— fic increases In a mae Ms oa ue. ee 8 ; the num- jn some instances, apparently, a combined toll less than that pub- 
er of increases in Carlioad ratings .1s , the number of de-  jished from original point of origin to destination. If Mr. Ran- 
creases in less-than-carload ratings is 344; the number of de- <om’s statement that broom corn cannot be loaded in excess of 
creases in carload ratings is 194. The increases in carload ratings the minimum proposed is correct, then this condition to which 
do not all. represent actual increases, as, in some cases, while the he refers would not be in any way affected by the proposed 
carload rating has been advanced, the minimum carload weight change and the reason for complaint is not apparent. The pro- 
has been reduced, — = the charge per car will be no greater hosed change makes practically no difference in charges per car 
than at present, and, in some cases, there will be a reduction. jn eastern Canada, and it would seem that the objection has been 
There are also instancés where only one symbol indicating a based on misunderstanding. 
change is shown, but the item covers anywhere from half a dozen 4 
to ten or twenty different articles or commodities. With respect 
to the following distinctive headings, the situation is: 


‘ 





Electric stoves was one of the points on which Commis- 


, sioner Oliver delivered a dissenting judgment. In the new clas- 
he eo a sification there is a revision on stoves, ranges, heaters, and 
Increases Decreases parts thereof, electric stoves, cooking, being provided for at 
Distinctive Heading LCL Cl LCL, LC.  carload rating of fourth class as compared with fifth at present. 
ni agp enn os poo Bi ig SRE RRS, ? : : : The minimum has been reduced from 24,000 pounds to 20,000 
Chemicals, drugs or medicines........ 8 4 38 30 pounds. In eastern Canada, the inclusion of electric stoves in 
Dry SOOdS 2.2... eee eee ee cece eeceece 2 1 0 1 cars with other stoves will bring about the application of the 
Seume 0 e ; PA 33 fourth class carload rating on the mixture of fourth and fifth 
MIMO Loo aladihins 6nccouccaccceswsell 13 27 13 class goods; with regard to shipments between points west of 
SE SS aaa 0 0 12 8 Port Arthur and from points east thereof to Port Arthur and 
genet tn yp euneieneanitanpc -- * 2 : west, and vice versa, the electric stoves will not mix with other 
EGE? 0. vine ae d-beanebhi's is sapd Ge 1 2 1 articles at carload rating on account of their being shown under 
Vehicles (not self-propelling) ........ 13 1 4 their alphabetical heading instead of under a distinctive head- 
Vehicle parts (other than self-propel- . ing or trade list. 
Seeeiettene i een aiele = . : With regard to the advance in rating, the Canadian Freight 


Association pointed out that the old ratings had been in exist- 
He notes that the matter that caused most contention was ence since 1907, when no electric stoves were being made in 
the “mixing rule,’ which governs different articles shipped in Canada. The carriers contended that the higher rating was 
mixed carloads at carload rate. After reviewing at length the justified largely on the ground of value. With regard to the 
arguments made in the west for a change in this rule, and noting mixing privilege, Commissioner McLean decided that electric 
that no change is to be made, he says: cooking stoves should be included in both the electric and stove 
. lists at the ratings, proposed, as being an electrical product as 
It is not the function of the board to tear up rate and rating “ 
adjustments regardless of the effect of such rearrangements. well as a standard article of stove manufacture. “ 
Especially is it true that, when rating arrangements and rules In upholding the classification of Epsom salts under chem- 
thereunder have grown up, not only with the support, but also icals,” fifth class, minimum 30,000 pounds, and refusing permis- 
Ss e resu 0 nsisten eman °o e great generality oO e o 
shipping public engaged in distributive merchandising, the boara 100 to mix with groceries at minimum of 24,000 pounds, Com 
should interfere, not because of conjecture, but because of actual missioner McLean said: 
proven unreasonableness or unjust discrimination. No evidence 
justifiying such conclusions in regard to the present rule has been The principle of the classification rule that, when a_ number 
adduced. of different articles for which carload ratings are provided are 
shipped in a mixed carload, they will be charged at the carload rate 
Rule 7 is the rule relating to graduated increased minimum geen Pn = Le a omy and Paee anthaten —_—< 
carload weights for box cars over 36 feet 6 inches in length and ‘Tate Ww. e the highest provided for any of the articles in th 
\ carload, is a principle of 1 tandi i da as well as in 
fiat or gondola cars over 36 feet 10 inches in length. With the United States , ee | pone rae , a 4 ee permits 
respect to articles subject to this rule the minimum carload me apumenceee ry the garion4 ne on a, article og gel 
weight specified therefor in the classification only governs when ess than carioad quantities, an oes not appear why, 
cases, a lower minimum load weight should reasonably apply 
loaded in cars not exceeding those lengths, and when loaded in {6 "the mixed carload than governs when the article in question 
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PACKAGE INSURANCE FOR 
PERISHABLE GOODS 


Both perishable and semi-perishable goods can now be shipped without any fear 
of loss through spoilage if you use the new container—Balsa Wood Box? 


Made from a unique wood composed of air-filled cells, these boxes are remark- 
able insulators against outside temperatures and weather. Pre-cooled goods can 
be shipped without ice packs. Candy, mayonnaise and dairy products 
reach their destination in the same condition as shipped. 


Write to the nearest office, giving specifications for the container you need, and 
let us quote you on Balsa Boxes. 


THE FLEISCHMANN TRANSPORTATION COMPANY 


NEW YORK: 699 Washington St. Balsa Box Department CHICAGO: 327 So. La Salle St. 


BALTIMORE CINCINNATI SAN FRANCISCO 
BOSTON LANGDON, D. C. SEATTLE 
BUFFALO PEEKSKILL, N. Y. ST. LOUIS 





The Cincinnati, Indianapolis and Western Railroad 


ections—‘** THE 





im | WESTERN RAILROAD | 
as | AND CONNECTIONS |} Dat. 
he - “ cn mS Ce a ‘, . vaemmeniieeiadl 
ts The Cincinnati, Indianapolis & Western R. R. is the short line on traffic routing through Springfield thus avoiding the larger terminals. 
ee Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and is a natural 
intermediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high class and 
n- condition assures efficient handling of traffic. 

S- FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Hume, Metcalf, West Dana, Hillsdale, 
n- Brazil, Guion, Roachdale, Indianapolis, Rushville, Connersville, Cottage Grove, Hamilton, Cincinnati, and all points on its line and 
beyond these junctions in Central Freight Association and New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, 

Norfolk, Richmond and all Eastern, Southern and Southeastern points. 
er Fast Freight Service in connection with all Fast Freight Lines Routes. 
te For information as to Rates, Routes, Service, etc., address C. L. & W. R. RB. Representatives at any of the following points: 
1d 101 Marietta St., Reom 806, Atlanta, Ga. 730 Central Bidg., Les Angeles, Calif. 
1e 436 Marquette Bldg., Chicago, Il. 41 Porter Bidg., Memphis, Tenn. 


205 Neave Bldg., Cincinnati, Ohie 605 Metropolitan Life Bidg-, Minneapolis, Minn. 
ts 740 Railway Exchange, Kansas City, Mo. 280 Broadway, New York, N. Y. 
in 620 Park Bidg., Pittsburgh. Pa. 
h J. A. SIMMONS, General Traffic Manager, C. L & W. RB. BR. Building, Indianapolis, Ind. R. 
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is shipped in straight carload quantities. Further, it does not 
appear that there is any sound ground for reducing minimum 
carload weights that are in themselves reasonable and not com- 
plained against, for the sole purpose of reducing the minimum 
carload weight on a mixed carload in which a small quantity of 
the article in question may be included. 


The application of the Canadian Wholesale Grocers’ Asso- 
ciation to have all dried fruits lowered to third class, L. C. L., 
and fifth class, C. L., was refused. The question was gone into 
thoroughly in 1913, and since that time the increase in consump- 
tion of dried fruits in Canada has been only 6 per cent. The 
board referred to the fact that dried fruits were largely im- 
ported from the United States and the contention of the C. F. A. 
that it would be inconsistent and unreasonable to ask Canadian 
carriers to classify them lower than they are classified in the 
country where they are produced and where the volume moving 
is mych greater than in Canada. 

In refusing the application of the Wholesale Grocers’ Asso- 
ciation to give fruit jar rings a fifth class, C. L., rating to enable 
their mixing with other fifth class articles in mixed grocery cars, 
Commissioner McLean said: 


To ignore the rating properly and reasonably applicable to 
an article considered by itself, and to provide a lower rating than 
would thereby be established on its own merits, solely to permit 
the mixing privilege, would do violence to one of the most im- 
portant principles of classification making. To lower a rating 
which is reasonable per se for such a reason would inevitably 
lead to the requirement that all articles which shippers’ con- 
venience would suggest be shipped together should be given the 
same rating. Such a principle would be obviously unsound and 
absolutely demoralize and disrupt the structure of the classifica- 
tion. 


Plug tobacco, in butts or caddies, weighing not less than 
ten pounds each, loose, is changed from first to third class, 
L. C. L. Under the proposed new classification, two small boxes 
of tobacco weighing two and one-half pounds each could be 
cleated together and shipped at third class, L. C. L., while a 
single twenty-pound caddy was rated as first class. Commis- 
sioner McLean says: 


While it may be fairly stated that this apparent inconsistency 
has existed for a good many years, that would appear to be be- 
cause the issue has not been previously raised and does not con- 
stitute, in itself, any valid reason for the continuance of an anomalous 
situation when squarely before the board on the present record. 

At the hearing, the Amherst Foundry Company, Amherst, 
Nova Scotia, asked that the classification of plumbers’ goods 
be amended to permit the shipment of mixed carloads to points 
west of Port Arthur. Commissioner McLean recommends that 
the heading “plumbers’ goods” should be changed to a dis- 
tinctive heading so as to make all plumbers’ goods a trade list, 
and enable the shipment of mixed carloads as requested. 


The new classification refuses the application of the Rubber 
Association of Canada to give a third class rating to rubber 
floor covering, as being a competitive article with linoleum, 
which takes that rate in No. 17. It was held that there was no 
competition between the two for household use, and in other 
respects Commissioner McLean held that there was not suffi- 
cient actual competition to create a case of unjust discrimination 
by reason of a difference in classification ratings. 


Bottle caps are now classed L. C. L. 2, C. L. 5, but are not 
included in any trade list or descriptive heading and cannot be 
shipped in mixed carloads from east of Port Arthur to points 
west thereof. The new classification proposes that provision be 
made for them under the heading, “sheet metalware,”’ which 
would permit mixing in the territory in question. The Crown 
Cork and Seal Company, Toronto, complained that it manufac- 
tures bottle caps, but not any other article of sheet metalware, 
and, not being able to mix, it must ship L. C. L. lots on C. L. 
rating. The ruling of Commissioner McLean was that they be 
eliminated from the sheet metalware list and transferred to 
their alphabetical heading. 

As to petroleum and petroleum products, the judgment notes 
that such products, other than fuel oil or road oil, in tank cars, 
have been left to be dealt with under a separate ruling, but the 
matter is one of conditions of transportation rather than rates. 


CANADIAN RAIL EARNINGS 


Earnings of the Canadian Pacific for the week ended July 
14 were $3,314,000, an increase of $34,000, the first weekly in- 
crease this year. Canadian National earnings for the same 
period were $4,426,722, a decrease of $166,763. 





CANADIAN CAR LOADING 


Car loadings for the week ended July 11 aggregated 51,479 
cars, which was an increase over the previous week of 4,411 
cars and a decrease from the corresponding week in 1924 of 
1,972 cars. Grain and coal loadings were lighter than last year, 
grain showing a decrease of 932 cars and coal 3,011 cars. Mis- 


cellaneous freight increased by 1,182 and all forest products 
showed an increase. 
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CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
7——For the Week Ended 

































July 11 July 4 J 
Commodities 1925 1925 ~~ 
Grain and Grain Products...........ee0. 2,101 1,818 2,015 
EdvO BG0Cl0y99:00500 casey pairs one sinss 60 tease SS 1,161 1,139 
ee a ae Pr Es eS 840 4,360 
OP RE «ge a ee Snvclbdotae ast otite 241 243 278 
Oe I a ccexs F540 2,544 2,875 
. .. eee erent 2 166 1,955 1,809 
Pulp and Paper......... Mnewieg uiieeweoae es - 1,740 1,479 1.738 
Other Forest Products........... aceaan e- 1,402 1,254 1,253 
GEO scecactoves pehewee os heethindbnteenrwous 834 812 "969 
Maren, Ts. Cy Taccccicccccccccocssce -. 11,689 10,182 12,218 
Miscellaneous ......ececcees Fe Sse Set wsese, S0;088 9,874 9,752 
Total Cars Loaded. Shei ae Sein oh oesice ee 35,514 32,162 38,406 
Total Cars Rec’d from Connections.. 27,146 29,318 "23,555 
WESTERN CANADA 
Grain and Grain Products........... wees 
rive SPOOR | 0:e'Wia. Koainieldd oe chRandk : ceee rat et — 
MN, Sacpip.hierw, ie sie wk ole ocsieiouisacqateie waiiehGik aide we 
GE. v.ccdetvudenheostwetcesdeed beSFeGs od 8 3 " 
EE cctunrhAeedensvadeseteavcvaerexnes 1,104 922 986 
Nias tacidvlne aueo seman’ sterinstowailine Sse 276 233 187 
4 LL £... eee einieteiera 5 128 138 
— WOTONS DOMOMIIS. coccdcccccveveséece 1,448 1,537 1,214 
AEP AEE IEP babiceabishiceoubwalea 581 7 
peepomereies, Ts, C., Basic csocccscceeesce 4 4,160 2,637 3 in 
DEED Sedgividicivcsccsestcctescves GAD 2,973 2;819 
Total Cars Loaded........... cvpcceewe Lee 14,906 15,045 
Total Cars Rec’d from Connections.. 2,351 2,229 1,855 
iat TOTAL FOR CANADA 
rain and Grain Products............ ake 5 
= S — Gegcapste ys taent eee ive tty a oc 
Coa. ieshentekbecdwinditeteesneusesusacncen. aan 1,444 5,033 
_. Risecrevecrnpnenss ptibihentwebecmundeels 269 256 278 
nS ee egbeee dwnsne ae « $3,944 3,466 3,861 
PONE oc wes. 0's aedeoeee koeieemenes imewces . 2,442 2,188 1,996 
ye eee teweees cece 621,868 1,617 1,806 
Other Pores’ Products... <0. cccesceoves - 2,850 2,791 2,467 
St aeesacwoe ete ee midis Dante vemnveeu wacecees. ane 1,349 1,440 
Peewee, Bx. GK. Tas ciceccvevdovsee ce cece 15,849 13,819 16,073 
DEMOED ocbcccdccescoccevoses ecocccces 18,753 12,847 12,571 
Total Cars Loaded............ pahewe ee 51,479 47,068 53,451 
Total Cars Rec’d from Connections.. 29,497 31,547 25,410 
CUMULATIVE TOTALS TO DATE 
1925 2 
Grain and Grain Products............ ae 163,665 039,286 
ee ee ee waene 60,92 60,150 
UNL sintgdstielodica-ai 96,653 135,056 
CORe. 2.60% ,676 6,6 
Lumber ..cccces aces 95,122 100,751 
PE svc ccocesccaaceeeae sets 84,481 86,859 
Pulp and Paper....... erage der ow 57,362 56,462 
Other Forest Products....... 2,431 77,550 
ll: -bwctensseee et vecees ae eae ee ee a 36,149 32,891 
peeronmniaens, tn. C.. Bec ciicecscuicoceticc bee 415,772 394,413 
Miscellaneous ......ccee- Ceecoccesecece cece 318,572 318,185 
Total Cars Loaded........... eo ccees oe 1,418,808 1,498,242 
Total Cars Rec’d from Connections... 916,691 912,744 





CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has passed an order 
extending the time within which the existing station limits rule 
(Special Instructions “E”) may be continued in the Canadian 
National and Canadian Pacific working timetables, until appeal 
pending before Privy Council is disposed of. 

The board has passed an order amending previous orders 
(35810 and 36240) re Pembroke interchange, by changing the 
words “Canadian National Railways” where they occur in the 
said orders to read “Canadiaan Northern Ontario Railways.” 


RATES ON CANNED GOODS 


The Board of Railway Commissioners for Canada has refused 
the application of J. C. Hodgson, chairman, transportation com- 
mittee, jam section, Canadian Manufacturers’ Association, for an 
order directing the railroads to establish commodity rates lower 
than fifth class on canned goods on a basis of 40,000 and 60,000 
pound minimum carload weights, from eastern Canadian points 
to distributing centers in Manitoba, Saskatchewan and Alberta. 

It was the contention of the applicant that points shipping 
west were not on a parity with points in British Columbia ship 
ping east to the same destinations in Manitoba, Saskatchewal, 
and Alberta, but that the British Columbian points enjoyed rates 
on the basis of three minima, 25,000 pounds (the fifth class rate), 
40,000, and 60,000 pounds. The eastern shippers said the fifth 
class rates in both instances were fair and reasonable as com 
pared one with the other. The assistant chief commissioner, i2 
his report, pointed out that since the fifth class rate was agreed 
to as fair and reasonable, what should be done was to cancel the 
commodity rates from British Columbia. However, he said, 
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CONSIDER 
THE LINE OF OPPORTUNITY 


The Logical Location for Your Industry 


The life of our Nation rests on Mother Earth’s ability to supply the raw materials essential to 
our economic welfare. 


On the CHESAPEAKE AND OHIO RAILWAY are to be found these essential raw materials in 


such variety and abundance—with splendid facilities for assembling—as to permit of profitable eco- 
nomic development— 


Note these highly important manufacturing essentials: 
FUEL: Coal—Coke—Gas—Oil—Highest Grade 
POWER: Steam—Hydro-Electric—At Low Cost 
MINERALS: Clays—Iron—Limestone—Sand—Etc. 
TIMBER: Hardwoods—Softwoods—In Abundance 


Other manufacturing conditions—including climatic, water and health—are most favorable, as 


evidenced by the successful operation of the numerous industries along the lines of the CHESAPEAKE 
AND OHIO RAILWAY. 


The unexcelled transportation facilities and the geographic position of the CHESAPEAKE AND 
OHIO RAILWAY combine to make its territory the logical location for industries. Its own port 


— at NEWPORT NEWS, VIRGINIA, afford a splendid opportunity for import and export 
usiness. 


For detailed information concerning industrial sites and economic conditions along the CHESA- 
PEAKE AND OHIO RAILWAY, address: 


THE CHESAPEAKE AND OHIO RAILWAY COMPANY 


INDUSTRIAL DEPARTMENT RICHMOND, VA, 


ATLANTA 


The Most Centrally Located Distributing Center in the Southeastern States 
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THE CANDLER WAREHOUSES 


Forty acres of re-inforced concrete fireproof warehouses, automatically sprinklered, lowest insurance rates, 
possessing every modern facility for receiving, storing, distributing and forwarding Merchandise. Two 
and one-half miles track facilities, connecting with eight trunk line railways. 


POOL CAR DISTRIBUTION 


WE INVITE STORAGE OF ALL KINDS OF GENERAL MERCHANDISE 


SOUTHEASTERN COMPRESS | & WAREHOUSE COMPANY, “Zurtinc” Atlanta, Georgia 


arehousemen’s Association 
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those rates were brought about by competition within British 
Columbia and they were also influenced by the rates of the 
American lines—the Great Northern, and Northern Pacific. He 
said that, while such competitive conditions did not apply from 
Ontario points westward, the Ontario points had the advantage 
of water competition not open to British Columbian points of 
origin. 

He pointed out that the special competition complained of 
was on the longer mileages, but that it had not been shown that 
the difference in rate adjustments, bearing in mind the circum- 
stances that had brought about the existing conditions, amounted 
to undue preference or discrimination in regard to the longer 
mileages from the east. He said it had not been shown, as al- 
leged, that the rate structure subjected eastern shippers to a 
detriment by permitting British Columbian shippers to cut into 
the business. 


CANADIAN CANAL STATISTICS 


A summary of Canadian canal statistics for 1924 shows that 
a feature of canal traffic was the large increase in grain down 
the Welland and St. Lawrence canals, materially increasing the 
total traffic on those canals beyond that of any previous year. 
On the Welland Canal, the grain shipments aggregated 3,644,330 
tons, wheat amounting to 2,994,419 tons, or 99,813,960 bushels. 
This was an increase over 1923 of 24,495,430 bushels of Cana- 
dian wheat and 11,472,430 bushels of American wheat. Another 
feature was the movement of Canadian wheat from the head of 
the lakes to Buffalo, where it was transferred to Welland Canal 
boats and forwarded to Montreal. In the year, 16,645,000 bushels 
were shipped in this manner, the average freight rate for the 
season on this route being 8.79 cents a bushel, which was 
slightly lower than either the through rate to Montreal (8.99 
cents) or the combined rate on wheat transshipped at Port Col- 
borne (9.04 cents). 

Iron ore, the chief traffic through the Sault Canals, showed 
a decrease from 1923 of 16,865,306 tons, or 28 per cent, but 1923 
was an abnormally heavy year in iron ore traffic. In the sea- 
son, 13 cargoes, consisting of pulpwood, iron and steel, sugar, 
etc., passed up the St. Lawrence Canals from English, European 
and U. S. ports. 

Of the total freight carried through Canadian canals, 89.40 
per cent was carried in Canadian and the balance in American 
vessels. Of Canadian wheat passing through the canals at Sault 
Ste. Marie, the percentage through the Canadian canal was 6.13, 
and through the American canal, 93.87. Of Canadian grain and 
flour passing through the canal, the percentage in Canadian bot- 
toms was 58.21, and in U. S., 41.79. The total number of tons 
of freight carried on all Canadian canals was 12,869,997 tons, of 


which 68.83 per cent originated in Canada and 31.17 per cent in 
the United States. 


EXPERTS FOR MARITIME PROVINCES 


At a meeting of the Maritime Economic Conference at 
Moncton, N. B., July 16, it was decided to ask the provincial 
governments of Nova Scotia, New Brunswick and Prince Ed- 
ward Island to provide money for the employment of railway 
freight rate experts to study and consolidate the claims of 
the maritime provinces and to present their case before the 
Board of Railway Commissioners in August, when that body 
will hold sessions at various points of the east to look into the 
freight rate structure. It was pointed out at the meeting that 
the findings of the Railway Commission would be of vital import 
to the maritime provinces for many years to come. 


RECORDS AT MONTREAL 


The report of the Montreal Harbor Commissioners for 1924 
shows that the port of Montreal established another record in 
the amount of grain handled. “The movement of grain in 1924,” 
says the report, “attained the record total of 165,139,399 bushels 
received and 159,159,688 bushels delivered out. Of the receipts, 
95,054,716 bushels were the produce of Canada, 68,659,959 were 
the produce of the United States and 1,424,724 of Argentine.” 
Another record was in the number of trans-Atlantic vessels dock- 
ing at the port—988, with a gross tonnage of 8,597,147 tons. The 
number of ocean-going ships was also a record—1,228, with a 
gross tonnage of 4,096,332. The grand total tonnage of all ships, 
maritime and inland, was 15,312,096, also a record. 


C. A. T. LINE ARGUMENT 


The Traffic World Washington Bureau 


The Commission has announced that it will hear arguments 
at Washington, October 16, on questions embraced in or growing 
out of the application of the Canada Atlantic Transit Company, 
called the Cat Line in the announcement, for sixth section per- 
mission to publish and file, on not less than one day’s notice, 
tariffs establishing rates on bulk grain from Chicago to Depot 
Harbor and other Canadian lake ports, such rates to be used as 
factors in constructing through rates on bulk grain to destina- 
tions in the eastern part of the United States, and to make 
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changes in such rates on similar notice. 
mission said: 


On May 21, 1925, following an informal hearing on May 5, 1995 
before representatives of the Commission’s Bureau of Traffic, the 
Commission (Division 2), acting upon an_ application filed by the 
Canada Atlantic Transit Company of the United States, hereinafte, 
called the “‘Cat’? Line, issued a sixth section order granting the Cat 
Line special premision to publish and file, upon not less than one day’s 
notice, tariffs establishing rates on bulk grain from Chicago ang 
Milwaukee to Depot Harbor, Georgian Bay, and other Canadian 
Lake ports, said rates to be used as factors in constructing through 
rates on bulk graian to destinations in the eastern United States, ang 
make changes in such rates on similar notice. The authority con. 
tained in this special permission was made to expire with the cloge 
of navigation for the year 1925. 

At the informal hearing on this application the United States 
Shipping Board and the Rutland-Lake Michigan Transit Company 
appeared in opposition thereto but indicated that they were willing 
that temporary relief be granted to the Cat Line provided that the 
Commission considered that the facts presented constituted a prima 
facie case in support of such relief, and provided also, that they 
were afforded an opportunity for further hearing and argument before 
he Conten before final disposition should be made of the ap. 
plication. 

With a view to determining what further action, if any, should 
be taken in the premises, this application is hereby assigned for 
argument before Division 2 at the office of the Commission in Wash- 
ington, D. C., on October 16, 1925,.at 10 a. m. upon the following 
issues presented by that application: 

‘1. Whether the tariffs to which the application relates are re- 
quired or authorized to be filed under section 6 of the interstate 
commerce act. 

“2. If so, whether the fact sand circumstances constitute an 
emergency of a characer which justifies the exercise by the Com- 
mission of the power conferred upon it by section 6 to modify the 
requirements of that section with respect to notice in connection 
with the establishment and changing of rates covered by the ap- 
plication.” 

Interested parties will also be heard on the following matters 
growing out of the application, although not covered thereby: 

‘3. Whether the Cat Line, with respect to interstate or foreign 
commerce, is required to file tariffs in accordance with the pro- 
visions of section 6 covering the transportation by it within the 
United States of bulk grain destined (a) to points in Canada and 
(by) to American or Canadian ports for export. 

“4, Whether the Rutland-Lake Michigan Transit Company or 
other American boat lines operating on the Great Lakes handle 
bulk grain in interstate or foreign commerce under a common con- 
trol, management or arrangement for a continuous carriage or ship- 
ment by water and rail referred to in section 1 of the interstate com- 
merce act, and, if so, whether such lines are required by section 6 
of the interstate commerce act to file tariffs covering such traffic.” 

In Application of Grand Trunk Ry. Co. of Canada, 43 I. C. C. 286, 
the Commission, acting under and in accordance with the pro- 
visions of paragraph (11) of section 5 of the interstate commerce 
act, by appropriate order, authorized the Grand Trunk Railway 
Company of Canada to continue its interest in and operation of 
the Cat Line, such extension being based on findings that the service 
of the Cat Line was being operated in the interest of the public, 
was of advantage to the convenience and commerce of the people, 
and that extension thereof would not exclude, prevent, nor reduce 
competition on the route by water there under consideration. Under 
the circumstances, the argument in question will be confined to 
the issues above outlined and will not include issues settled in 
Application of Grand Trunk Ry. Co. of Canada, which proceeding 
has not been reopened by the Commission. , 

On or before August 15 interested parties may file in writing 
data additional to that submitted at the informal hearing, furnishing 
copies thereof to other parties listed in the appendix to this notice. 

Those listed in the appendix are: George F 


In its notice the Cop. 


. Brownell, 50 Church 
St., New York, N. Y.; J. H. Fishback, Union Trust Bldg., Washing- 
ton, D. C.; W. G. Geer, 400 E. Jefferson Ave., Detroit, Mich.; N. W. 


Hawkes, 929 Chamber of Commerce Bldg., Boston, Mass.; Karl D. 
Loos, 717 Munsey Bldg., Washington, D. ¢.; A. C. Sullivan, 208 S. 
La Salle St., Chicago, Ill.; B. Bigelow, Rutland Railroaad Company, 
Rutland, Vt.; John Nicolson, 2072 Navy Bldg., Washington, D. C.; 
Wm. H. Day, 80 Federal Street, Boston, Mass.; Arthur N. Payne, 
950 Park Square Bldg., Boston, Mass.; C. D. Miller, 111 W. Monroe 
St., Chicago, Ill.; J. W. Bingham, 208 E. Illinois St., Chicago, Ill; 
Alexander Stuart, 208 S. La Salle St., Chicago, Ill.; J. S. Brown, 
720 Board of Trade, Chicago, Ill.; J. P. Haynes, Chicago Association 
of Commerce, Chicago, Ill.; J. L. Bowlus, Milwaukee Chamber of 
Commerce, Milwaukee, Wis.; F. A. Stanley, F. T. M., Great Lakes 
Marine Corp., Buffalo, N. Y.; L. A. W. Doherty, F. T. M., Northern 
Navigation Co., Ltd., Montreal, Quebec; United States Shipping 
Board, Washington, D. C.; Chicago, Duluth & Georgian Bay Transit 
eet, a % as ~ i = & genes lage & Navigation Co., 
’ > e es Trans orporation, Chi , Ill.; Minne- 
sota-Atlantic Transit Co., Duluth, an — 


INTERCOASTAL SERVICE STARTED 


The Canadian Government Merchant Marine steamer, Cana- 
dian Prospector, arrived at St. John July 16 from Vancouver via 
Panama, inaugurating the intercoastal service, after a voyage 


of just a month. She had a full general cargo, including 4,00, 
000 feet of hard pine. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period July 
1-7, inclusive, was 311,572 cars, an increase of 4,077 cars over the 
preceding period, while the average daily shortage was six box 
cars, according to the car service division of the American Rail- 
way Association. 

The surplus was made up as follows: Box 129,251; venti 
lated box, 2,385; auto and furniture, 16,679; total box, 148,315; 
flat, 5,838; gondola, 58,614; hopper, 53,642; total coal, 112,256; 
coke, 3,423; S. D. stock, 19,212; D. D. stock, 3,245; refrigerator, 
18,171; tank, 285; miscellaneous, 1,327; total, 311,572. 

Canadian roads reported a surplus of 34,960 cars, made up of 
30,800 box, 450 auto and furniture, 735 flat, 1,600 S. D. stock, 
1,050 refrigerator, and 325 miscellaneous cars. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s' mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
to practical traffic 

traffic man but to 


and wide knowledge will answer a relati 


blems. We do not desire to t 
belp him in his work. , : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


e the place of 


Undercharges—Suits by Railroad Administration for, When Ac- 
cruing Prior to Federal Control 


Pennsylvania.—Question: Kindly advise whether we are lia- 
ble for balance due freight charges on the following shipment: 

We, the consignor at New York City, shipped to Portland, 
Ore., under date of March 15, 1917, carload shipment of motor 
truck chasses. The freight was prepaid and we paid freight 
charges in the amount of the bill as rendered. 

An undercharge was discovered during July, 1918, and, ac- 
cording to the United States Railroad Administration, this un- 
dercharge was allocated to the federal account. The Director- 
General failed to collect from the consignee and therefore 
presented the bill to us (the consignor) on April 24, 1925. 

You will note that the shipment was made prior to federal 
control and that freight bill was rendered to us over eight years 
from gause of action. 

We understand that all assets of the carriers were taken 
over by the government on January 1, 1918, but do not know 
whether these assets were again returned to the railroads when 
government control terminated. If this is a government asset 
the statute of limitation will not apply. 


If our contention is correct the Director-General could at 
any time collect charges applying on shipments which cause of 
action started within six years prior to January 1, 1918. The 
six-year period is the statute of limitation of New York state. 

Answer: With respect to this question, see our answer to 
“Missouri,” on page 36 of the January 5, 1924, Traffic World, 
under caption, “Suits by Railroad Administration for Under- 


charges Accruing on Shipments Moving Prior to Federal Con- 
trol.” 


As to the application of a state statute to a suit by the 
Director-General, see the decision in the Dupont case, 264 U. S. 
456, wherein the court said: 


In taking over and operating the railroad system of the country, 
the United States did so in its sovereign capacity, as a war measure, 
“under a right in the nature of eminent domain.”’ North Carolina 
R. R. Co. vs. Lee, 260 U. S. 16; Missouri Pacific R. R. Co. vs. Ault, 
256 U. S. 554; Northern Pacific Ry. Co. vs. North Dakota, 250 U. S. 
135; In re Tidewater Coal Exchange, 280 Fed. Per. 648, 649; and it 
may not be held to have waived any sovereign right or privilege unless 
plainly so provided. Moneys and other property derived from the 
operation of the carriers during federal control, as we have seen, 
are the property of the United States. Sec. 20, 40 St. 457. An action 
by the Director General to recover upon a liability arising out of 
such control is an action on behalf of the United States in its 
governmental capacity. (Ches. & Del. Canal Co. vs. United States, 
250 U. S. 128, 126; In re Tidewater Coal Exchange, supra), and, there- 
fore, is subject to no time limitation, in the absence of congressional 
enactment clearly imposing it. United States vs. Nashville, etc Ry. 
Co., 118 U. S. 120, 125; United States vs. Whited & Wheless, 246 U. S. 
561. Statutes of limitation sought to be applied to bar rights of the 
government must receive a strict construction in favor of the 
government. United States vs. Whited & Wheless, supra. 


Tariff Interpretation—Articles Too Long or Bulky to Be Loaded 


Through Side Door Without Use of End Door or Window in 
Closed Car 


. Louisiana.—Question: Please give us your opinion as to the 
proper weight to assess on an air pressure water tank, moving 
from Peking, Ill., to New Orleans, La., February, 1925. 

This tank was too large to load through the side door of a 
36-foot box car and carriers assessed charges on basis of 4,000 
pounds, on basis of first class, as per Classification Rule No. 29. 

Claimants ate contending that, inasmuch as the shipment 
moved in a double-door box car, they are entitled to have actual 
weight protected as per decision, Jones vs. Southern Ry. Co., 
18 I. C. C. 150, 153. 

If this question has been passed upon by the Commission 
will you please give reference to the decisions covering? 

Answer: In Docket 5239, Minimum Charges on Bulky Ar- 
ticles, 33 I. C. C. 378, the Commission, after a further considera- 
tion of the subject of its report in the case to which you refer, 
prescribed for publication the provisions of rule 29 of the Con- 
solidated Classification, as it now reads. 

Based upon the statement shown below from the case cited 
above, it is our opinion that, regardless of the fact that the 
goods were actually transported in a 36-foot box car, by reason 
of the fact that it had a double door, charges on the shipment 
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should be assessed on the basis prescribed in rule 29. The Com. 
mission’s statement to which we refer above is as follows: 


The operation of the proposed rule will necessarily mean that 
more shipments will be subject to the minimum caret than under 
the present rule, since end window and end door loading and loading 
in extra size cars will be eliminated. And it is also plain that where 
a carrier has an extra size box car it may load therein, along with 
other freight, these shipments to which the minimum charge rule 
will be applicable. Or if it has an ordinary 36-ft. car provided with 
an end window available for loading, it may carry therein a much 
longer shipment than can be actually loaded through the center side 
door. In this was the revenues of the carrier will be increased. 


Reconsignment—Rate in Effect Date Shipment Leaves Original 
Point of Shipment Govern Through Movement 

Illinois —Question: We recently filed an overcharge claim 
against the X Railway Company, which they have declined to ac. 
cept and, inasmuch as we feel that we are absolutely correct in 
our contentions, we would appreciate very much having your 
opinion in the matter. 

The case in point covers a carload of West Virginia Lump 
Coal, from A, W. Va., December 9, 1924, to Chicago. The car 
arrived at Chicago, December 22nd, and was reconsigned to 
Janesville, Wisconsin. The reconsigning order specified that a 
rate of $1.58 per net ton Chicago to Janesville was to be pro- 
tected (Supplement No. 18 to C. M. & St. P. tariff No. 10800-H 
effective December 18, 1924). Note that reconsignment was 
made four days after the $1.58 rate went into effect. The rail- 
road accepted this order and forwarded the car but collected 
freight charges on a basis of $1.83 Chicago to Janesville 
instead of $1.58. 

The $1.58 rate referred to became effective December 18, 
1924, but the railroad claims this rate would not apply unless 
the shipment in question originated after that date. On the 
other hand we contend that the $1.58 rate does apply because 
the tariff referred to above in which this rate is given plainly 
states (page 22) that this rate is effective from Chicago on 
December 18th, on shipments originating at points listed on page 
23, West Virginia is included in this list. 

We appreciate, of course, that the tariff is the governing 
factor, and as the wording is so concise and the meaning so 
clear to us we cannot help but feel that our claim has been de- 
clined simply through a misinterpretation of the tariff on the 
part of some subordinate. The whole dispute summed up 
briefly, amounts to this: Why should the date of origin at the 
mines be considered in determining the date when the tariff 
plainly states that the rates shown therein apply from a given 
point effective on a specified date? Since we can find nothing in 
the tariff to indicate that the date of the origin at the mines is 
the governing date, we are confident that we will have no dif- 
ficulty in securing refund if you will kindly give us.your opinion 
or quote a similar case. 

There is, however, still another point on which we would 
like to have your opinion. It appears to us that since this 
shipment was reconsigned from Chicago, which necessitated the 
application of a proportional rate, it might be considered as 
an entirely new shipment. If such is the case, our claim would 
be strengthened considerably in the sense that Chicago, the 
point of reconsignment, would then be the point of origin, and 
since the shipment was made after the effective date of the 
tariff, there would be no further question. 

Answer: In Carolina Portland Cement Co. vs. Director Gen- 
eral, 83 I. C. C. 388, the Commission held that, as to a recon- 
signed shipment, the rate in effect at the time the shipment 
left the original point of shipment is the applicable rate. In 
this case the Commission said: 


Defendants further contend that as these shipments moved on 
combinations of rates to and from Memphis, there being no joint 
rates in effect, the reconsignment at Memphis made no change in 
the measure of the line-haul rates, the rates being the same as those 
applicable to local shipments into and out of Memphis. But this 
contention overlooks the fact that the reconsignment of the ship- 
ments that reached Memphis after August 26, 1920, did operate to 
affect the measure of the line-haul rates. As reconsigned, the ship- 
ments became through shipments from the original shipping points 
to final destinations, and the applicable rates those in effect for the 
through movements as of the dates of shipment from point of origin, 
whether joint or combination rates. 

In Interstate Remedy Co. vs. American Express Co., 16 I. C. C. 
436, 439, we said: 

“The shipper must know at the time of tender of shipment from 
the tariffs themselves what rate he must pay and what rights there- 
under he may secure. If there is offered to him under the tariff a 
right of stopping in transit, reconsignment, storage, or return of 
freight, he is entitled to the use of such privilege, even though it may 
later be canceled out of the tariff before the time allowed for the ex- 
ercise of such right has expired. The date of original shipment 
determines the rights, privileges, and obligations attaching to that 
shipment throughout the transportation; and this must be deter- 
mined by the tariff in force upon that date.’’ 

We have ruled informally that a reconsigning privilege can not 
be applied retroactively. Conf. Rulings 6 and 166. 


The fact that a combination rate is applied does not effect 
the reconsignment of a shipment. See Doran & Co. vs. N. C. & 
St. L. Ry., 33 I. C. C. 523, in which case the Commission said: 


While reconsignment is, as a general rule, associated with the 
application of a specific through rate, which is often less than the 
sum of the intermediate rates in and out of the point of original 
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Exporters to 
Britain 
A Distribution Plan 


to 
Meet Your Needs 


The L. M. S. have created a new 
system of zone storage and distri- 
bution over the industrious areas 
of Great Britain. 

Using their own chain of 350 
rail-connected warehouses, they 
design special distribution plans 
to meet the requirements of 
every type of distributor at the 
minimum cost. 

L. M.S. will be pleased to work 
out a plan to meet your own 
particular needs. 

Traffic Managers and Freight 
Forwarders are invited to address: 


THOMAS A. MOFFET 


Freight Traffic Manager in America 
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destination, and largely derives its value from that fact, this rule 
is not without exception. Not infrequently shipments are recon-. 
signed on basis of the sum of the local rates, under authority of 
tariffs which provide for reconsignment at the through rate, and this 
may be done without violation of such tariffs for the reason that no 
specific through rate from the point of origin to the new destination 
is in effect. The through rate in such cases is made by combining 
two or more rates instead of by the use of a single rate factor, but 
the reconsignment rules and charges apply to the same extent as if 
a specific through rate were in force. In one instance where that 
situation existed the Commission decided that the facts did not 
justify it in holding as unlawful a reasonable reconsignment charge. 
Kehoe & Co vs. I. C. R. R. Co., 14 I. C. C. 541. 


If the movement beyond Chicago was actually a separate and 
distinct movement from that into Chicago, which is a question of 
fact, the proportional rate cannot be applied thereto, for the 
reason that a proportional rate is applicable only to a continued 
movement from point of origin to final destination, a propor- 
tional rate being a part of, or the remainder of, a through rate, 
and as the Commission in Kansas City Board of Trade vs. A. T. 
& S. F. Ry. Co., 69 I. C. C. 185, said, are inseparably connected 
with and form part of the rates applying to through trans- 
portation. 

Likewise it seems to follow, although we locate no opinion 
of the Commission specifically so holding, that the proportional 
rate to be applied on a through shipment is that in effect at the 
time the shipment leaves the original point of shipment. See 
In the Matter of Through Routes and Through Rates, 12 
I. C. C. 163. 
Demurrage—Dispute as to Legal Rate 

Canada.—Question: If a carload shipment arrives billed at 
an incorrect rate and the consignee directs attention to the 
apparent error but is unable to definitely state correct rate or 
tariff reference himself, is he free from penalty for demurrage 
detention for the time it takes the railroad to ascertain and 
adjust to correct basis? Suppose the consignee délays accepting 
delivery for some additional time after charges have been 
adjusted and it is nearly conclusive that the wrong freight 
charges were not the proximate cause of delay in acceptance 
of shipment, which it appears was from other causes, would 
demurrage start to run only from the time the rate was Cor- 
rected? Supposing under similar circumstances the consignee 
did not know at the time of arrival of shipment that freight 
charges were wrongly assessed but the fact was incidently de- 
veloped later, would he get the benefit of the time for correction 
of freight charges in that case? 

Was there not quite an important ruling, either Interstate 
Commerce Commission or court, just a few months ago touching 
these points? 

Answer: The Commission has held that where the delivering 
carrier demands more than the lawfully established rate, the 
consignee is released from the obligation to pay demurrage 
during the pendency of the dispute, and the Commission may 
award reparation to the amount of the demurrage charges so 
paid. See Porter vs. St. L. & S. F., 15 I. C. C. 1; Charles Becker 
vs. P. M. R. R. Co., 28 I. C. C. 645, and Warren-Godwin Lumber 
Co. vs. I. C. R. R., 442 I. C. C. 3438. 

It is our opinion that the principle of the above referred to 
tases is to be applied in the first imstance cited by you and in the 
second instance also, if there was actually a dispute as to the 
proper charges, in which event the charges would run from the 
date of the settlement of the dispute. See Milne Lumber Co. vs. 
c. Cc. C. & St. L., 93 I. C. C. 661. 

In the third instance, it is our opinion that demurrage 
charges should be assessed for the entire period of detention, 
exclusive of free time, as a dispute as to the legal rate was not 
the proximate cause of the detention of the car. 

We know of no decision of the courts or opinion of the 
Commission directly in point. 


PRICE OF EQUIPMENTS INCREASED 


In granting authority to the Florida East Coast to assume 
obligation and liability in respect of $1,350,000 of its equipment 
trust certificates, the Commission has fixed a minimum price of 
97.125 per cent of par and accrued dividends. The carrier pro- 
posed to sell the certificates at 96.5 per cent of par and accrued 
dividends. On that basis, the Commission said, the average an- 
nual cost to the applicant would be approximately 5.065 per cent. 
The average annual cost on the basis fixed by the Commission 
will be approximately 4.93 per cent. The certificates will bear 
4% per cent interest. Commissioner Eastman dissented on the 
ground that the certificates should be offered for sale at com- 
petitive bidding. 


REGULATION OF MOTOR VEHICLES 


President Ainey, of the National Association of Railroad and 
Utilities Commissioners, has appointed a special committee, au- 
thorized by the executive committee, to draw a proposed bill for 
presentation to the next Congress that would vest in existing 
state regulatory commissions power to regulate interstate motor 
vehicle common carriers, as agencies of the federal government. 
The committee is made up of Frank M. Hunter, counsel of the 
Pennsylvania commission; Henry G. Wells, of the Massachusetts 
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department of public utilities; Sherman T. Handy, of the Mic, 
igan commission; Carl I. Wheat, counsel of the California cop. 
mission; and John E. Benton, general solicitor of the @SSOCiation, 
the latter to act as chairman. 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I roads, switching ang 
terminal companies not included, for April and the four months 
ended with April, 1925 and 1924, compiled from carriers’ reports 
by the Bureau of Statistics of the Commission, show the 
following: 


Revenue tons carried—170,166,000 for April, and 162,074,000 for 
April, 1924; 680,970,000 for four months ended with April and 675. 
459,000 for same period of 1924. 

Revenue tons carried one mile—30,358,061,000 for April and 29. 
092,285,000 for April, 1924; 125,834,370,000 for four months ended with 
April, and 124,721,071,000 for same period of 1924. 

Freight revenue—$346,527,664 for April and $342,166,719 for April, 
1924; $1,392,916,517 for four months ended with April, and $1,397,630,973 
for the same period of 1924. 

Revenue per ton-mile—11.41 mills for April and 11.76 mills for 
April, 1924; 11.07 mills for four months ended with April, and 11.21 
mills for same period of 1924. 

Revenue per ton per road—$2.04 for April and $2.11 for April, 1924; 
ey for four months ended with April, and $2.07 for same period of 


Revenue passengers carried—71,483,000 for April and 77,814,000 
for April, 1924; 296,160,000 for four months ended with April, ang 
319,706,000 for same period of 1924. 

Passenger revenue—$78,349,402 for April and $85,202,679 for April, 
1924; $324,121,065 for four months ended with April, and $347,424,414 
for the same period of 1924. 

Revenue per passenger-mile—3.018 cents for April and 3.066 cents 
for April, 1924; 3.043 cents for four months ended with April, and 
3.084 cents for same period of 1924. 





Digest of New Complaints 


- 16929. Sub. No. 2. Southwest Missouri Millers’ Association, St. 

Louis, Mo., vs. Alabama & Vicksburg et al. 

Rates on wheat, coarse grain and the products thereof from 
points in southwestern Missouri and southeastern Kansas to 
Memphis, Tenn, locally, and when destined beyond, and to des- 
tinations in Arkansas and Louisiana, in violation of sections 1, 
3 and 4 of the act. Asks cease and desist order and reasonable 
rates free from discrimination. 

- 17124, Sub. No. 1. Cuthbert Cut Stone Co.,-Whichita, Kans., vs. 
Missouri Pacific et al. 

Rates on natural stone in violation of section 1 and 3 of the 
act from Indiana oolitic stone producing territory to Wichita, 
Kans. Asks reasonable rates. and reparation. 

17186. Manufacturers’ Association of Chicago Heights on behalf 
of American Manganese Steel Co., Chicago Heights, Ill., vs. 
Pennsylvania et al. 

Unreasonable rates on manganese steel scrap from New Castle, 
Del., to Chicago Heights, Ill. Asks reparation. 

% bt Robert Blank, New York, N. Y., vs. Central of New Jersey 
et al. 

Charges in violation of sections 1 and 2 of the act, on waste 
paper and rags “‘between rail head of defendants, Central Ver- 
mont Railway at New London, Conn., and the other defendants 
in and about New York City in the state of New York to points 
and places in other states,” because of weights applied to such 
shipments. Asks just and reasonable practices and reparation. 
17195. National Association of Employing Lithographers, New 
York, N. Y., vs. Santa Fe et al. 

Unreasonable ratings on bill poster sheets in the three classi- 
fication territories. Asks just and reasonable ratings. 
beg Green Bay Lumber Co., Des Moines, Ia., vs. C. B. & Q 
et al. 

Unreasonable rates on bituminous coal from Christopher, Il, 
to Malvern, Ia. Asks reparation. 

. 17197. Miami Tablet Co., West Carrollton, O., vs. C. B. & Q. et al. 

Rates and charges in violation of sections 1, 2, 3 and 6 of the 
act, on sheets of cheap or low-grade quality printing paper from 
St. Joseph, Mo., to West Carrollton, O. Asks cease and desist 
order, reasonable rates and reparation. 

17198. Milne Lumber Co., St. Louis, Mo., vs. Detroit Grand 
Haven & Milwaukee. 

Rates and charges in excess of tariff authority on car of lum- 
ber from Calcasieu, La., to Detroit, Mich. Asks reparation. 
17199. Tomkins-Summer Co., Chicago, Ill., vs. B. & O. et al. 

Rates and charges in violation of the first three sections of the 
act, on hoofs, horns and horn tips from Chicago to Shelton, Conn., 
and Weehawken, N. J. Asks reasonable rates and reparation. 

. 17200. Foster Lumber Co., Kansas City, Mo., vs. C. B. & Q. et al. 

Unlawful and excessive charges on anthracite coal from Crested 
Butte, Colo., to McDonald, Oberlin and St. Francis, Kan., and 
Curtis and Republican, Neb. Asks reparation. 

- 17201. J. H. Schneider & €o., et al., New York, N. Y., vs. D. Ll. 

& W. et al. 

Rates and charges in violation of sections 1, 2, 3 and 6 of the 
act, on fresh fruits and green vegetables from points in state of 
New York to New York, N. Y., Hoboken and Weehawken, N. J 
Asks reasonable rates and charges and reparation. 

No. 17202. J. W. Stewart & Co., Tonopah, Nev., vs. Santa Fe et al. 

Unreasonable rates on high explosives from Herpoco and Nitro, 
Cal., to Tonopah, Nev. Asks reparation. - 
- 17203. Pearlstone Mill & Elevator Co., Dallas, Tex., vs. Santa Fe 
et al. 

Attacks penalty charge of 2 cents on grain shipments originat- 
ing on Santa Fe and delivered to points west of Fort Worth, 
Tex., on the T. & P. Asks renioval of charge. 

17205. A. M. Blomgren, et al., Chicago, Ill., vs. C. & N. W. et al. 

Unreasonable and illegal rates on soft coal from mines on the 
Cc. C. Cc. & St. L. in Indiana and Illinois to Des Plaines, Edge- 
water, Jefferson Park, Rose Hill, and Summerdale, Ill. Asks 
reparation. 
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DOCKET OF THE COMMISSION 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic Worid. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


~“ 27—Atlanta, Ga.—Hxaminer Cassidy 


“<a Inman & Stribling vs. Louisville & Nashville 
et 
Jul eed Lake City, Utah.—Commissioner Hall: 
Finance No. 4713—In the matter of the application of the Salt Lake 
& Denver Railroad Co. for a certificate of public convenience and 
necessity to construct a line of oer. in Utah and Colo. 
Finance No. 4768—In re application D. & R. G. W. for certificate of 
public convenience and necessity to construct and operate a line 
of railroad in Utah. 
July 27—Washington, D. C.—Examiner Hunter: 
1. and S. No. 2443-—Demurrage on coal and coke at points on the 
Tennessee Railroad. 
Jul i~aapement at Washington, D. C.: 
tis , ae No. 1—Ft. Smith, Subiaco & Rock Island R. R. Co. vs. 
bama & Vicksburg Ry. "et al. 
Jul '—Sioux Falls, 8S. D.—Examiner Knowlton: 
ohn Morrell & Company, Sioux Falls, S. 
cific R. R. et al. 
Jul + yg oy D. C.—Examiner Gibson: 
al. Dkt. No. 461—In re tentative valuation of the property of the 
Pittsburgh, Cha Chartiers & Youghiogheny Ry. Co. 
Val. Dkt. 462—In re tentative valuation of the property of the 
Toledo. Peoria & Western Ry. Co. 
July 27—Atlanta, Ga.—Examiner Cassidy: 
16900—Atlantic ag Association et al. vs. Akron, 


D., vs. Union Pa- 


Canton & 
Youngstown Ry. et al. 
ene ue Rw “Appl. 103i, 12574, filed by J. H. Glenn, and 


542, 703, 1530, 3918, 2025, 2 ry 2, 
iB. 601, 1573, 1548, Tost and 2043 et al. m5, = 18s, 


527—A ugusta Cotton Exchange et al. vs. Georgia & Florida Ry. 
(Further hearing.) , e 


16872 Weatherford, Crump & Co. vs. Aberdeen & Rockfish R. R. 
= Sub. No. a, Wentherserd, Crump & Co. vs. Aberdeen & 
kfish R. R. e 


16873-- (ub. No. 3)—New Orleans Joint Traffic Bureau vs. Aberdeen 


July 27—New York, N. Y.—Examiner McGrath: 
16866—Southern Mirror Co. vs. Southern Ry. et al. 
July 27—Portland, Ore.—Examiner Jewell: 


1 attle & Horse Raisers’ Association of Oregon et al. vs. Gil- 
more & Pittsburg R. R. Co., Ltd., et al. 


rown Willamette Paper Company vs. Southern Pacific Co. 


Jul y washington, D. C.—Examiner Davis: 
yg No. 4813—In the matter of the application of the K. C. M. 
Ry. Co. for a certificate of public convenience and necessity 
: pt the properties of the Kansas City, Mexico & Orient 
R. R. Co. in Kansas and Oklahoma. 


“TRAFFIC 


Interstate Commerce Cases 
Rate Compilations 
Traffic Statistics 


Rate Quotations 
ICC Reports Furnished 


THE TRAFFIC WORLD 


Advisory Service on ICC Procedure 
and the Law of Carriers 


Tariff Interpretations 





Vol. XXXVI, No,4 


Finance No. 4814—In the matter of the application of the K, ¢ 
& O. Ry. Co. for authority to acquire control of the Kansas City 
Mexico & Orient Ry. Co. of Texas by purchase of stock. , 

July 28—Washington, C.—Examiner Hunter 


|. and S. No. 2447—Iron and Steel Articles in Official Classificatjo, 
Territory. 


July 28—Portland, Ore.—Examiner Jewell: 
1 Portland ‘Traffic and Transportation Assn. et al. vs. Northen 
Pacific Ry. et al. 
Il. and S. No. 2435—Forest F a aaa from North Pacific Coast t 
Michigan City and Gary, Ind. 
Jul a! 29—Washington, D. C.—Examiner Haley 
nance No. 3680—Excess income of the Cisco & Northeastern Raj. 
way Company. 


July 30—Washington, D. C.—Examiner Davis: 
Finance No, 4945— 


In the matter of the joint application of the 

Southern Bell Telephone & Telegraph Co. and the Fort Lauder. 
dale Telephone Company for a certificate that the proposed acqyj- 
sition of certain telephone properties in Florida will be of ag. 
vantage to the persons to whom service is to be rendered ang 
in the public interest. 

* Finance No. 4953—In the matter of the joint application of the 
Mountain States Telegraph and Telephone Company and the Taps 
Telephone Company, Inc., for a certificate that the acquisition by 
the former company of the properties of the latter company will 
be of advantage to the persons to whom service is to be rendered 
and in the public interest. 

* Finance No. 4954—In the matter of the joint application of the New 
York Telephone Company and the Erie-Wyoming Telephone Com. 
pany for a certificate that the acquisition by the former company 
of control of the latter company by purchase of capital stock 
will be of advantage to the persons to whom service is to be 
rendered and in the public interest. 

~— so— Shia teiphia, Pa.—Examiner McGrath: 

16789—F.. W. Tunnell & Company vs. P. R. R. 
16062—Hany D. Levan, trading as Lebanon Fertilizer Works, vs 
P. R. R. et al. 
er | 30—Atlanta, Ga.—Examiner Cassidy: 
16557—R. S. Armstrong & Brother vs. L. & .. R, R. et al. 
16805-—Cairo Syrup Company et al. vs. A. C. L. R. R. et al. 

July agg ee! D. C.—Examiner Hunter: 

1. & S. No. 2456—Definition of tank cars in the Consolidated Classi- 
fication. 

July 31—Atlanta, Ga.—Examiner Cassidy 

16719—Southern Agricultural Chemical "Corp. vs. A. & V. Ry, et al. 
= 3i—San Francisco, Cal.—Examiner Carter: 
15735—Moore Shipbuilding Company vs. C. I. & W. R. R. et al. 

August .1—San Francisco, Cal.—Examiner Carter: 

16686—J. H. Baxter & Company vs. Southern Pacific Co. 

August rg” Lake City, Utah—Examiner Jewell: 

1. & S. No. 2458—Restrictions, routing on westbound transcontinental 
traffic via Salt Lake and ‘Utah Railroad. 
Agust 3—Watertown, S. D.—Examiner Knowlton: 

—— Dakota Independent Oil Jobbers’ Assn. vs. Santa Fe 
ta 
nam, cian Francisco, Cal.—Examiner Carter: 
16920—F. S. Murphy Lumber Co. vs. Western Pacific R. R. et al. 
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Loss and Damage Claims 
Overcharge Claims 
Freight Bills Audited 
Routings 


INTERSTATE [TRAFFIC COMPANY 


TRAFFIC MANAGERS 
319-320 TRANSPORTATION BUILDING 


J. M. SMITH, Manager 


Washington, D. C. 


Phone Main 6810 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN FREIGHT BUREAU 


160 Nassau Street New York, N. Y. 
Established 16 Years 


CHARLES 


TRAFFIC ANALYSES 
RATE SURVEYS 


RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Bldg.. Washington, D.C. 


CAMPHUIS & COMPANY, Inc. 
Customs Brokers Forwarding Agents 


Write us for a copy of our revised 
“SHIPPING INSTRUCTIONS” 
to Mexico via the Texas Border Ports 


INDUSTRIAL SHIPPERS SERVICE, INC. 
TRAFFIC SPECIALISTS 


Bcatlon Gases Traffic Service. Pm on Classi- 
Claims. Auditing and Routing. 
Car Tracing Service That MOVES FREIGHT 


Fifth Floor, Lincoln Bldg., Detroit | Box 172, 


TRAFFIC ANALYST 


BISHOP & BAHLER 


TRAFFIC MANAGERS 


Traffic and T: tion Matters 
atedie Commerce and and Beate Co mmission Cases 


E. W. HOLLINGSWORTH 
Commerce Attorney 


San Francisco 
127 Montgomery Street 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 


E. BELL 


Oakland 
Bank of Italy Bidg. 
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Because experience is the best 
teacher in the business of trans- 
portation, there is great signifi- 
cance in the phrase “For More 
Than 27 Years.” 


It sums up the vast knowledge of 
shipping possessed by the Trans- 
Continental Freight Company, and 
indicates the convenience and Sav- 
ing this knowledge can effect for 
you when properly applied. 


Our nearest branch will gladly 
Serve you. 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn St., Chicago 
Eastern Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 


Minneapolis, Minn. 
Omaha, Neb. 
Philadelphia, Pa. 
Portland, Ore. 
St. Paul, Minn. 
Salt Lake City, Utah 
San Francisco, Cal. 
Seattle, Wash. 

St. Louis, Mo. 


Boston, Mass. 
Buffalo, N. Y. 
Cincinnati, Ohio 
Cleveland, Ohio 
Denver, Colo. 
Detroit, Mich. 
Kansas City, Mo. 
Los Angeles, Cal. 


Consolidators of Machinery, Merchandise, 
Household Goods, Automobiles, etc., 
for More Than 27 Years 
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LWAYS, the efficiency of moto 
truck transportation must 
be measured in ton miles per 
dollar. So measured, the con- 
stant advancements and improve- 
ments in the structure of General 
Motors Trucks show clearly their 
immense value to the haulage 
buyers of America. From the 
beginning of the truck industry, 
General Motors Truck Company 
has required GMC Trucks to 
show a consistent increase in the 
value of the service they perform, 
and a steady decrease in the cost 
of performing it. 


General Motors Truck Company, Pontiac, Mich, 
Division of General Motors Corporation 


General Motors 
Trucks 


CQ Il 
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Take the Shortest Cut 
to Your Consuming Markets 


WE BRIDGE THE GAP 


THE U. S. DEPARTMENT OF 
COMMERCE 
advocates the use of merchandise 
warehouses with rail connections 
as a primary step to the elimina- 
tion of waste in distribution. 


HE Pennsylvania Railroad System invites you to 

take advantage of the facilities which it offers for 
storage and distribution through the warehouses that 
it provides at strategic centers. 


These warehousing facilities will help to eliminate 
waste in your distribution process, saving you time and 
real money. They will furnish you with a prompt and 
efficient representation in your markets in ways which 
probably have not occurred to you. 


Write to any of the warehouses mentioned, and prompt 
and concise answers will be made to your inquiries. 


Whenever possible, consignments in care of these 
warehouses should be routed over the lines of the 
Pennsylvania Railroad System. 





SYSTEM 


Duquesne Warehouse Co., Pittsburgh, Pa. Western Warehousing Co., Chicago, Ill. Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia Tidewater Terminal. Philadelphia, Pa. 

Keystone Warehouse Co., Buffalo, N. Y. 
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A Notable Endorsement of 






INTERNATIONAL 


Motor ‘Trucks 


HE CHICAGO TRIBUNE, one of the 

world’s most resourceful and successful 
newspapers, entrusts its strenuous hauling 
needs to International Motor Trucks. 


Eighty-five International Motor Trucks are 
owned by The Tribune and its New York 
associate, The News, a remarkable newspaper 
fleet divided between the two cities. Twenty 
of these are 6,0ooolb. trucks, approximately 
fifty are 4,000lb., and the balance are 2,000-lb. 
Speed Trucks. Many of them aré several 
years old. As evidence of complete satisfac- 
tion, twenty-five of the trucks were ordered 
this spring. 


a @ . 


Trucks that meet the high pressure demands of metropolitan news- 
paper service warrant your closer acquaintance. Note that owners 
of International Trucks are served by 111 Company-owned branch 
houses, the largest motor truck service organization in the United 
States. Study International construction—such details as life guar- 
anteed ball-bearing crankshaft, steer-easy steering gear, removable 
cylinders, auxiliary rear springs, etc. Note that the International 
line includes the 2,000-lb. Speed Truck and Heavy-Duty Trucks 
ranging from 3,000 to 10,000lbs. maximum capacities. Motor 
Coaches for all requirements. Write for catalog and address of 
nearest sales-service branch. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. coor Chicago, IIL. 
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CHICAGO TRIBUNE TOWER 


Winner in a $100,000 World-wide 
Architectural Competition 
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Northern 








Five Fast F reight Trains Daily 


Supply Superior Service to or from all 
Parts of the Northwest 


Speedy, dependable freight service assured Great Northern shippers by ample rolling stock, excellent 
roadbed and motive power, including giant new oil burning engines of new design, the most powerful 
locomotives of their type ever constructed by the Baldwin Locomotive Works. 


Convenient connections are made with steamship lines to Alaska, Puget Sound*vorts, Hawaii, the Orient 
and Australia. 


We also operate through merchandise cars freeing you from the annoyance and 
loss of time occasioned by transfer. Operated from Chicago, St. Louis, St. Paul, 


Minneapolis, Minnesota Transfer, Duluth and Superior to all important points in 
the Northwest. 


Route of the New Oriental Limited 


The finest train between Chicago, St. Paul, Minneapolis and Spokane, Seattle, 
' Tacoma, Portland, Vancouver and the Pacific Northwest. NO EXTRA FARE. 


The following Great Northern representatives are as near as your telephone. They can help you route 


your freight shipment the quickest and most economical way. For detailed information, rates and 
passings of through carloads call on or telephone. 


BELLINGHAM, WASH., 
C. D. Thompson, D. T. A 
212 Kulshan Bldg. 
Phone 2111 


DALLAS, TEX., 
= I. H. Turner, S. W. Agt., 
< 1013 S. W. Life Bids. 
Phone Y-5374 


MILWAUKEE, WIS., 
E. A. Fradenburgh, Gen. Agt., 
810 Majestic Bidg 
Phone Grand 1006 


ST. PAUL, MINN., 
Wallace D. oO’ Brien, G. A.F. D., 
Phone Interior 45303 


BILLINGS, MONT., 
J. F. Kelly, General Agent 
Phone 6871 
BOSTON, MASS., 


Chas. H. Walker, General Agt. 
294 Washington St 


DETROIT, MICH., 
E. B. Clark, General Agent, 
619 Free Press Bldg. 
Phone Main 7270 


DES MOINES, IA., 
A. J. Cheeseman, T. F.A., 


NEW YORK CITY, N. Y., 
H. G. Dow, Asst. G. F. Agt., 
Woolworth Bldg. 
Phone Whitehall Seco 


rr yaeuecn. PA. 
. Yorke, Gen. Agt, 


Phone es 140 


BUFFALO, N 
A. pete T. F. A., 
683 Ellicott Square. 
Phone Seneca 4166 


CHICAGO, ILL., 
T. J. Shea, Asst. G. F. A., 
226 W. Adams St. 
Phone State 6300 


CINCINNATI, OHIO, 


. Brinkman, General Agt., 
609 Traction Bldg. 
Phone Main 249 


CLEVELAND, OHIO, 


425 Kraft Bldg. 
Phone Market 942 


er MINN., 
. Carl, General Agent, 
wos W. Superior St. 
Phone Melrose 118 


KANSAS CITY, MO., 
W. J. Farrel 1, G. A. Frt. Dept., 
516 Railway Exch. Bldg. 
Phone Main 3852 


ae ANGELES, CAL. 
W.E. McCormick, General Agt., 
716 Cit. Nach. Bank _ Bldg. 
Phone Vandike 8421 


214 Empire Bldg. 
Phone Smithfield 1762-1763 


a PA., 
F. G. Smith, General Agt., 
409 Finance Bldg. 
Phone Rittenhouse 3275-6 


PORTLAND, ORE., 
W. E. Hunt, General Agent, 
201 Morgan Bid. 
Phone Atwater 0931 


a FRANCISCO, CAL. 
. J. Aicher, General Agent, 
earst Bldg. 
Phone Douglas 3892-J 


MINNEAPOLIS, MINN., ST. Los. MO., 
- P. Engel, General Agent, S.A. Volkman, G. A. F. Dept., J. . Sanford, General A: 
508-9 Hippodrome Bldg. 534 Met. Life Bldg. Ms Boatmen’s Bank Bide. 
Phone Cherry 1537 Phone Main 4130 


Phone Olive 51 
ST. PAUL, MINN., 

G. H. Smitton, Freight Traffic Manager. 
A. J. DICKINSON 


Passenger Traffic Manager 


HELENA, MONT., 


L. B. Woods, Assistant General 
Freight and Passenger Agent 


SEATTLE, WASH., 
H. W. Costigan, G. A. F. Dept., 
506 Alaska Bldg. 
Phone M 9800 
SIOUX CITY, IA. 
P. J. Donohue, 
516 Nebraska St. 
Phone Auto 4422, Bell 438 
SPOKANE, WASH., 
J. . Pewters, General Agent, 
* Davenport Hote 
Phone M 887 
Lee ty WASH., 
D. G. "Black, General Agent, 
108 So. Tenth St. 
Phone Main 1124 
TORONTO, ONT., 
H. E. Watk ins, General Agt., 
202 Webster Bldg. 
Phone Adelaide 5818 
Vari doen h, Wien, Geneeel hab 
win A. Dye, Genera mt, 
607 Hastings St. 
Phone Seymour 3386 
WINNTEES. MAN 
W.T. Hetherington, D.F.&P.A. 
226 Portage Ave. 
Phone A-6603, A-1123 


SEATTLE, WASH., 


M. J. Costello, 
Western Traffic Manager 
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Central Electric Freight Territory 


5,000 MILES OF CONNECTING RAILWAYS 


Direct Your Shipping Clerk to Use the 
ELECTRIC RAILWAYS 


if you would retain your present patronage 


and secure new patrons 


Detailed information from 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 








August 1, 1925 THE TRAFFIC WORLD 


OFFICERS 


WILLIAM J. HOGAN, 
President rr Treasurer 
NORMAN MET: 
Vice President and Secretary 
A. B. EFROYM: 


Wes ieaealions in Charge of Operation 
H. A. GROFF, 


Manager Accounting Department 
J. S. GANO 


Ma anager Terminal Properties 

F. L. SULLIVAN, 

W.L. ppanager Tee ate, ean a WAREHOUSE SEF 
Chief Refrigerating Engineer Executive Offices. Indianapotis. 


SIX REASONS WHY 
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OPERATING 


INTERSTATE TERMINAL WAREHOUSES, Inc. 
Cleveland, O. 


NORTH PIER TERMINAL CO., Chicago 
(Sub bsidiary Interstate Terminal Warehouses, Inc.) 
INDIANA REFRIGERATING CO.., Indianapolis 
(Subsidiary Interstate Terminal Warehouses, Inc.) 
CINCINNATI TERMINAL WAREHOUSE 
Cincinnati 
MICHIGAN TERMINAL WAREHOUSE 
Detroit 


INDIANA TERMINAL WAREHOUSE 
Indianapolis 


National Terminals Corporation 
Can Serve You Best 


STELAND, oO : 


SS es HAAHAURu 


a. INDIANA TERMINAL’ WAREHOUSE, INDIANAPOLIS 


TNDIANA _ | 
[REFRIGERATING CO, 


Brokers’ Offices + General Storage - Cold Storage - Forwarding + Distributing 


Executive Offices 


240 South Pennsylvania Street 
INDIANAPOLIS, IND. 


Chicago Office 
589 East Illinois Street 
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Pioneering—The Strong Line’s Burden na 
sc 
HE American Public demands profit for the payment of dividends be- Je 
progress of its railroads, and prog- yond the yield of a gilt-edged bond, 
ress costs money. Experiments, destroys its power to bear its burden. be 


by which alone progress is possible, can 
be carried on only by the strong lines. 
Steel cars, block signals, automatic stops 
—all these things are developed gradu- 
ally and expensively, just as the air brake, 
the vestibuled car, the dining car and 
many other improvements, which were 
originally experiments, have been devel- 
oped. This pioneering is too expensive 
for the weaker lines, which follow and 
adopt new methods only after success is 
assured. . Paraphrasing Mr. Rudyard 
Kipling, the demonstration is “The 
Strong Line’s Burden,” but regulation, 
which restricts its surplus and strips it of 


For information about the Southern Pacific as a pioneer 


This is worth thinking about in consider- 
ing the fixing of rates, which must be 
uniform whether the traffic is handled 
by a strong line or by a so-called “weak 
sister.” The strong lines have greater 
responsibilities and are held to stricter 
accountability in these matters than 
weaker railroads, of whom, properly 
enough, less is expected. 


We believe the American Public are 
proud of their strong and progressive 
railroads and are willing that they should 
be allowed to retain from their earnings 
an ample surplus for railroad pioneering. 


® Address ‘‘General Agent, Southern Pacific Lines’’ ® 


—The Postman Knows Him. 





















